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PORSCHE \ Zc jm 


1600 COUPE y 


All 3 Porsche Models have all 
these Porsche race-tested features: 


@ Air-Cooled Rear Engine 

© Torsion Bar Suspension 
@ Servo-Mesh Transmission 
© Twice-Size Brakes 

















PORSCHE 
1600 CONVERTIBLE 


No other sports car gives you 
Porsche’s big-car comfort! 
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In one brilliant year of competition the Corvette has proved 
unmistakably that it is the only automobile in America 
worthy of the name “sports car.’ And now, for 757, 
Corvette takes another bold stride forward with Ramjet 
fuel injection* . . . a constant-flow system that eliminates 


carburetors, gives virtually instantaneous acceleration 


and markedly improves low-speed smoothness and ease of 


starting. It’s easy on gas, too! 

Also, all Corvette V8 engines (there are four for 1957) 
have been boosted to 283-cubic-inch displacement, with 
horsepower ranging from 220 to 283! 
(That last is an astonishing milestone in 
American automobile engineering—one 
horsepower per cubic inch!) 

The performance is incredible—but 
what is absolutely unique is the fact that 


| itis combined with superlative comfort 
mand typical low-cost Chevrolet mainte- 


White-hot news in the sports car world... 


57 Chevrolet Corvette with Fuel Injection! 


LORVETTE 
= 


by Chevrolet 





nance. To go with its competition-proved roadability and 
sports car precision of control, the 1957 Corvette also 
offers a magnificently finished cockpit with deep bucket 
seats, wind-up windows, full wraparound windshield and 
generous luggage space—and there are such extra-cost 
options as a removable hardtop, a power-operated fabric 
top, Power-Lift windows and a special version of the velvety 
Powerglide automatic transmission. (The standard three- 
speed manual transmission in the Corvette offers close- 
ratio sports car gears.) 

No car in America can equal the Corvette 
in sheer joyous thrust of performance. 
If you have not piloted a Corvette, you 
have denied yourself a notable experience. 
And that is something your Chevrolet 
dealer will be delighted to correct. 
Chevrolet Division of General Motors, 


Detroit 2, Michigan. *Optional at extra cost. 
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Carlyle Blackwell shot this 
Ektachrome of a pair of 
competition Jaguars boom- 
ing through the night. 
Whether you build your 
own or buy it, the Jag Six 
is just aching for things that 
add so much. See page 44. 
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New six cylinder engine... 
two-tone color finishes... 
New body design with an “‘‘occasional”’ rear seat! 


Cofetiy fost with on MGA | 


Superb sports-car performance 
and styling at modest cost. 
The safest, fastest MG ever engineered! 

















Products of BMC 

Makers of MG, AUSTIN-HEALEY, 

MAGNETTE, MORRIS, AUSTIN and RILEY Cars. 
Represented in the United States by — 


ie = eee ib & © AUTOMOTIVE CORPORATION 


27-29 W. 57th St., New York 19, N. Y. 
Sold and serviced by a nationwide network of distributors and dealers. 
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MARION'S 
MEANDERINGS 2 


By Marion Weber 


ve 


Hi, there! It certainly is a pleasure to be home 
again even though our trip to Europe was sim- 
ply fabulous. We saw and enjoyed the things 
we had dreamed about for years and met the 
greatest people. We also made arrangements to 
import some of the Continent’s most interesting 
auto accessories and clothing items. More about 
that next month when the things we ordered 
will be in stock. Right now we must discuss 
gizmos which have been MG Mitten standbys 
for years and so popular . . . mostly because 


they are great values, I think. Tonneau covers, 
for instance. Not all cars come so equipped, but 
you know how much you'd use one if you had 
it. Ours are really tailored to fit. They save 
your car’s interior and provide all weather pro- 
tection while letting you enjoy having the top 
down. Center zippered, of course. 





FF iaeaaeaelh-| 








[] MG TC TD TF 3 ply fabric, tan, blk.........$28.95 
[] MG TC TD TF 3 ply fabric, white.............. $33.95 
[_] MGA 3 ply fabric, black, gray, white........$24.95 
[] MGA Vinyl plastic, gray, black..................$19.95 
[-] Jag. XK, fabric, blk., tan, white.............. $37.95 
[] Jag. Convert., fabric, bik., tan, white......$42.95 
[] Healey, black, tan, white......0....000..000..... $37.95 
[_] Porsche Speedster (shown)............... .... $42.50 
[] Thunderbird, black, tan, white................$37.95 
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Are you handy? There’s nothing difficult about 
installing your own top, so if yours is acting up, 
leaking and so on, throw it away and get one 
of our tailored tops. Save the difference. 3-Ply 
fabric with an 18-month written guarantee. 

7 DAG TC TD TE: Gem Ridin ios. ss ccacece $28.95 
iy FT TE I soca 930.95 
(add $5.00 for extra large rear window) 

(J Matching side curtains (4) tan, bik.........$26.95 


() Pony Tail, Sports 
Car hat by Vera is a 
terrific deal for gals. 
Silk print lined Jer- 
sey, red, blue, gray, 
brown. Only $2.95. 

(] The Spring Tip 
reversible, red-gray, 
black-brown, gray- 
gold, brown-green. 
$1.95. 








$17.95 (Lightweight Canvas) 
$24.50 (Duralin, water re- 
pellent. Not a plastic) 


Healey Hugger 
Triumph Tunic 
Giulietta Jumper 
Jaguar Jacket 
Porsche Parka 

VW Vest 

Corvette Cap 
Thunderbird Tepee 
Mercedes Muff 
Ghia Gown 
Order by mail it’s so easy. Tear out column, 
mark items, send loot. (Calif. people add 4% 
sales tax.) Stuff comes to you postpaid. Write 
to me for catalog; address: 


MG MITTEN PH. CUmberland 3-1410 
Box 121, Dept. S-2 
South San Gobriel, California 


MG Mitten 


$22.95 Canvas 
$29.50 Duralin 


OoOoooooooono 














very sincerely yours: 


OR every safety measure proposed by one of the governing bodies 

of sports car racing there is always a vociferous band of free-lance 

critics, Such was the case with safety belts. Such also was the case 
with roll bars. 

When safety belts were made mandatory some years back the vocif- 
erous ones shouted loudly that “the Europeans don’t use ’em.” They 
cited the avoidances of famous G. P. drivers who were thrown clear of 
wrecks. What they failed to take into account was that the average Grand 
Prix car is so lightly built that it'll fold like a Japanese parasol in a 
smash that would just bang up fenders on the average Jaguar or Porsche. 

Roll bars were a slightly different story. The criticisms here were 
that roll bars would louse up the styling and — horrors — look ugly. They 
forgot that a blood-smeared cowling is an even more unpleasant sight. 
After the amazing series of flips by the entire Cunningham team at Elk- 
hart lake last spring the criticisms died a-gurgling. Every Jaguar driver 
walked away scatheless due to the sturdy roll bars Cunningham's crew 
had concealed under the D-types’ head rests. 

Now we have another item for the feet-draggers to tune up on — 
safety plates. These are circular plates of 34-inch steel cut to fit the center 
section of a disc wheel and with a hole in the middle to admit the pro- 
truding hub. The plate is drilled and countersunk to fit the lug pattern 
and then balanced. This item fits over the mounted wheel and then the 
lug nuts are put on and tightened with the result that there is no remote 
possibility of the wheel breaking or of the lugs pulling through under 
racing stresses. 

These plates were first used when track roadsters using disc wheels 
began tossing rolling gear into spectator stands with resultant maiming 
and at least one death. Later, during the days when Singers were giving 
MG-TD’s a rough time they were adopted voluntarily by the Singer 
contingent whose mounts had a habit of shedding disc wheels at embar- 
rassing moments. 

The practice died out with the disappearance of the Singer from 
competition status. But last fall at a race on the new course at Pomona, 
California, a policeman was critically injured by a tossed wheel from a 
car, the make of which is unimportant. What is important is that it 
happened at all. Fully cognizant of this the sponsoring club instituted a 
ruling that certain disc-wheeled cars would henceforth use safety plates 
or they wouldn’t run. The protests haven’t died down yet. One always 
wonders why these protests are made against measures designed to save 
lives, particularly in this case when it is so obvious that a wild wheel, 
careering around like a rhinosceros with a skinful of hashish, can crush 
a person like a paper box. Yet the main protester in this last instance 
was the distributor of the car that shed the wheel. The big wonder of it is 

that he didn’t insist, with the club, that all disc-wheeled cars run safety 
plates. 

Come to think of it, does anyone want to argue about safety hubs 
too? Or safety? 

* * * 

Back to more pleasant subjects — like this issue f’rinstance. Leading 
off the book is something new in motor show coverage. We asked our 
displaced Yank, Merwin Dembling, to look in on Earl’s Court to see what 
the English have on tap. Together with some interesting new machinery, 
he found some disgruntled British reporters who insisted there was noth- 
ing to see. Our man disagreed and so do we; there’s a lot to like in the ’57 
imports. To see what there is and the cause for the disgruntlement turn 
to page 12. 

* * * 

For those who like to make things go, we have two offerings this 
month — a round-up on what people are doing with and to the fabulous 
Chev Corvette and the latest in speed equipment for the competition 
Jaguar. Also, to see what makes for speed check the centerfold feature 
beginning on page 32. Griff Borgeson and C. O. LaTourette have out- 
done themselves this time with the Porsche Spyder. 

—john christy 


















Renault’s budget car 
that beats them all! 












; Take a closer look at the 
most exciting new 1957 car on the 
road. See the Paris-styled, rear-engine Dauphine 
now at your nearest Renault dealer’s. For all its 


DAUPHINE SPECIFICATIONS 
ENGINE OVERHEAD VALVE 


sporty, continental look, you’ll discover the Dauphine is a 
roomy, five-passenger, four-door sedan, with plenty of luggage Cooling Water Cooled 
space under the front hood. Take the Dauphine out for a road trial, and cylinders 4 
discover a brand-new kind of driving — fantastically easy steering, “Son aint 
effortless manoeuvering in traffic, painless parking, and you get up to ‘aiaie pares 
43 miles on a gallon. Yes, the Dauphine is the economy 
, z f $ Displacement 845 cc 
car that’s every inch a princess! And the price? Only 
P @ 4250 RPM 
Heater and Leather Upholstery $50 extra. FOB, NYC eine chaniat =e 
Compression Ratio 7.25:1 
? : SUSPENSION Independent on all 
See and drive a rear-engine Renault — ‘a ihadle 
visit your nearest Renault dealer or write: 











RENAULT OF FRANCE 


Direct Factory Branch: 425 Park Avenue, New York 22, N. Y. RENAULT 4 CV 4-door, 4-passenger, rear-engine sedan. 
In Canada: 1427 Mountain St., Montreal 25, P. Q. Up to 50 miles on a gallon. 
Los Angeles: West Coast Distributors, Inc. 6030 Wilshire Boulevard $1345 FOB, NYC 


Also at your Renault dealer's: 
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No other car at if¢ price 
can match it-or catch it-F2625 


Disc Brakes 

High-Port Cylinder Head 

110 miles per hour 

100 horsepower 

0-50 mph in 8 seconds 

Up to 30 miles per gallon 
Combines sports car performance 
with family convenience 


STANDARD-TRIUMPH MOTOR COMPANY, INC. 


ITS THE NEW 1957 


TRIOMPH TR-3 


Write for free brochure and list of dealers. $2625 plus tax and licens 
at U. S. ports of entry. Wire wheels, rear seat and hard-top extra 


* 122 EAST 42nd STREET, NEW YORK 17,N.Y. 








SENSATIONAL NEW DEVIN FIBREGLASS BODY 


IS NOW AVAILABLE IN 6 SIZES. FOR WHEELBASES FROM 
82 TO 94 INCHES AND TREADS FROM 45 TO 52 INCHES. 
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Engines may be ordered with our re-worked push rod 
overhead valves or the new 4 cam engine, blown or un- 
blown, with dual ignition, etc. 

In January we will start making delivery on our frames and 
other components for a “do it yourself” sports car. Kits to 
include frames and other components to take American 
engines and other parts. (Frames only—$295.00), body, 
cockpit liner, suspension, front and rear axles, drive oe 
and adaptor rings to take engines and transmission o 
Class H, (745cc), Class G, (745cc SC) your choice. Kits from $995.00. Options to include fuel in- 

Prices from $3,000 to $4,500 jection, overhead cams, quick change rear: ends. 


SEE YOUR NEAREST AUTHORIZED DEALER 


Contemporary Mtrs. Import-O 
Jackson, Tennessee Northfield, Ill. 


Challenger Motors Tom’s Muffler Service 
Los Angeles, Calif. N. Long Beach, Calif. 


Chaffee’s Sports Cars 
Ontario, California 


Monterey Bay Mtrs., Inc. 
Monterey, California 


Lancer Motor Co. 
iami, Florida 


Foreign Cars Ltd. 
Providence. R. I. 


All prices and specifications are subject to change without notice. 


DEVIN ENTERPRISES 


All prices include trimming and crating, are F.O.B. Fontana, 
Calif. Prices also include F.E.T. 


From $295 Up. 


COMPETITION CARS 


Targa Specialties 
Vallejo. Calif. 
Cal-Van Accessories 
Vancouver, Canada 
Auto Sports Specialties 
Vancouver, Wash. 
United Auto Sales 
Wheaton, Maryland 
Brown's Automotive 
Weatherford, Texas 
Weaver & Company 
Honolulu, T. Hawaii 


Wood Motors, Inc. 


Detroit 5, Michigan 
Fontana, California 


Horace E. Savage 
Bangor, Maine 

Speed Research Assoc. 
Bethlehem, Pennsylvania 
Quinn Auto Parts 
Birmingham, Alabama 
Seabreeze Mtrs., Inc. 
Daytona Beach, Florida 
Frank Dearing Motors 
Eureka. California 
Fettel Motors 

Fontana. California 


Roswell Mtr. Suppl 
Roswell, New Sauise 
Phipps Motors 

Santa Barbara, Calif. 
Jose E. Saldana 

Hato Rey, San Juan. P. R. 
Essex Sports Cars Inc. 
South Orange. N. J. 





Post Office Box 357 
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letters 


confused 
Gentlemen: 


About your November article on 
Chuck Porter’s 300 SLS—I was under 
the impression that the 300 SLR was 
the car that was rebuilt from a wrecked 
and burned 300 SL, but according to 
your article, the 300 SLR was a car 
built by Mercedes. Could you please 
straighten out this point for me? 

Sincerely, 
PFC Donald R. Stewart 
APO 108, New York 


There are three cars involved here. 
One is the 300 SLR; a factory-built, 
factory-campaigned team car. Probably 
no more than 10 of these were built 
in all and none were sold. One of 
them was given to the Ford Museum 
in Dearborn. The rest are in honorable 
retirement. The second car involved is 
Chuck Porter's rebuilt standard SL 
which he arbitrarily named “SLS.” 
Shortly thereafter, Mercedes came out 
with its SLS, which, though it ts stmi- 
lar to Porter’s in that both are open 
and hotter versions of the 300 SL, is a 
different car. Confusion was bound to 
occur on this point. —Ed. 


thumbs down 
Dear Sir: 

I have subscribed to SCI for one year 
and with each issue I become more 
disgusted. Before your “big change” in 
the early part of 1956, the magazine 
was at least interesting, if not very 
informative. I am not alone in my 
criticisms, either. Everyone I have 
talked with agrees with me that the 
only articles in your magazine that are 
worth reading have appeared in sub- 
stance in another magazine some two 
months before. 

I am interested in thoroughbred 
sports cars, not fast hot rods. Please 
don’t send me any more of your ad- 
vertising literature as my waste basket 
is getting full. 

Sincerely, 
Peter Lewis 
Orinda, California 


mg car club 
Dear Sirs: 

My congratulations on your fine 
magazine. I think it is the best maga- 
zine of its kind on the stands, 

I have only recently bought my first 
sports car, a 1956 MG-A. I would like 
very much to become a member of the 
MG Car Club—can you send me the 
address? 

Thank you, 
Jim Elrod 
Macon, Georgia 


To contact the MG club in your 
area, write to Dr. Kenneth F. Thomp- 
son, 3801 Hayfield Place, Alexandria, 
Virginia.—Ed. 
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FOR TERRIFIC GET-AWAY! FOR ECONOMY! 


ABARTH 


Free -Exhaust 
MUFFLERS 


@ Under the tremendous strain of all-out 
Illustrated: . racing, as well as daily street use, ABARTH- 
VW and PORSCHE equipped cars attest to the absolute depend- 


ability, power increase and economy of this 
VW ° PORSCHE World-Championship, Free-Exhaust’ system. 
ABARTH features a complete absence of dia- 


190-SL e BORGWARD phragms, baffles, or double-circuit flow paths. 


pee ~~ wall, Fibre-Glass presage bee 
VERSAILLES - DKW tone. With this" ingenious silencing system, 
XK-140 + ALFA ROMEO | Combustion ‘chambers,’ permitting ficient 




















































































































f loded mi d longi 
DAUPHINE - 4-CV the Tits af all components under stress “ie 
» rings, valves, etc. n RTH - 
HILLMAN MINX Exhaust Mufflers offer more than ouituae 














ance — they are also elegant-looking ! 


AUTOMATIC LUBRICATION 
ron WW or PORSCHE 


WITH THE LINCOLN ENGINEERING 


Multi-Luber 


@ No more searching for small lifts, to fit your 
VW. No more careless attendants who force dirt 
into the grease fittings, and miss hard-to-get-at 
fittings. Grease your car in 4 seconds — for only 
Y¢—while you are driving (moving bearings 
lubricate best!) Grease is forced into every fitting 
at 2000 pounds pressure. Pilot Light shows when Easy Only 
lubrication is completed. Multiluber gives you Instaltatien ! . $29.95 
that “‘just-lubricated”’ ride every day, with abso- ‘ : - 

lute dependability (there is only 1 moving part!) (Porsche: $34.50) 


FROM MOTOMETER OF GERMANY 
abs ' Complete 
os é") vw 

* J Dashboard 


w A beautiful and functional dashboard for 
SEPARATE INSTRUMENTS ALSO AVAILABLE your VW! Includes a Fuel Level Gauge with 
low-gas-level Warning Light, a Precision Am- 








































































































































Fuel Level Gage $16.95 meter, and an Oil Temperature Gauge with 

Precision Ammetet 4.95 Signal Light to warn of excessively cold or 

Oil Temperature Gauge ; 10.75 hot oil. Each dash-illuminated instrument has 

— arena ag ar a 5.95 a chrome ring, and is mounted in a buff- 
emperature Gauge or Fuel Gauge 95 

Chromed Under-Dash Mounting Bracket 1.75 enameled chrome-edged panel. $34.95 












For ANY Car! 


AUTOMOTIVE 
INDOOR-OUTDOOR 





FROM MOTOMETER OF GERMANY 


Competition - Type AIR 














Thermometer 


w@ Now available in America! The world’s only 
Indoor-Outdoor Automotive Thermometer. In- 
dicates inside and outside air temperatures. 
Warning Light automatically signals ice con- 
ditions on the road. A terrific safety device! 
The instrument is illuminated, and can be 


Tire Testers 


@ Correct tire pressure is vital for top acceler- 
ation, peak performance and proper cornering 
technique. MoTest gauges are accurate and 
rugged instruments with Calibration Control. 
They can even be used as Master Gauges! 




































































pry mg oF iS il =s installed in ANY car. 25” chrome dial. 
“lock-type, 2” dial, 10-50 pounds -99 4 x 
Clock-type with 16” hose, 10-50 lbs.t 3.50 TH-311-6V (For 6-Volt Systems) $9.95 
‘Including Genuine Leather Pouch TH-311-12V (For 12-Volt Systems) $9.95 
tincluding Snap-Cover Box Chromed Under-Dash Mounting Bracket $1.75 

















Write For Booklet + Dealer Inquiries Invited 


FISHER PRODUCTS - 21-25 44th DRIVE - L. I. CITY 1, N. Y. 
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CAR DRIVING AS AN ART... S.C. H. Davis . . . $3.00 
A driving artist gives valuable pointers. 

YOU CAN DRAW CARS... . Jenks...0.........0000 cc eeceeeee $2. 
You'll find you really can with the help of this book. 
MOTOR RACING SKETCHBOOK . Carlo Demand . $4.50 
Complete history in action sketches to copy or frame. 
AUTOMOBILE DESIGN . . . Henry Gurr . . . $3.00 
Styling . . . NOT mechanical . . . design in easy stages. 
SPORTS CAR DESIGN & PERFORMANCE Campbell! $6.50 
This IS a mechanical design book covering engine & 
chassis as required by sports cars. 

THE MERCEDES STORY .. . Nitske ...........0000000000... 
Complete history of Mercedes . . 176 pgs. . . 
THE VOLKSWAGEN STORY . Beyond Expectation . $4.00 
Most unusual story of a car & the life of Dr. Porsche. 
RALLIES TRIALS & GYMKHANAS .....00 oo. $5.00 
For Beginner . . . A MUST to really get initiated. 

For Expert . ... Polishes rough edges for fine finishes. 
For All . . . the ONLY complete book on the subject. 


AVERAGE SPEED 
CALCULATOR MK 5 
oe SOM 4s 


The very latest Blackwell in- 
strument especially designed 
for accuracy & easy direct 
reading. Ranges are 6 to 60 
MPH and 1/10 to 100 miles. 
AVERAGE SPEED CALCULATOR MK 1... $4.50 
The old reliable of British calculators. Time, Speed or 
distance read directly on g 51/2‘ celluloid dial. 

No mathematical knowledge necessary! 


CAR-TOON BOOKS 
LOUD PEDAL payy LOUD PEDAL .. . $1.00 



















Raymond Groves of Autosport 
does it again in another hil- 
arious book on the Motor Rac- 
ing scene. British humor at its 
best. 

H . Raymond Groves . $1.00 
. equally amusing. 


« 


TARTING FROM SCRATC 
Earlier book same artist . . 


Brockbank’s (ROUND THE BEND ......00............ $2.00 
Motoring UP THE STRAIGHT ...... $2.00 
Cartoons OVER THE LINE ........ $2.00 
ALL 3 Brockbank books...........000000..... $5.50 
BADGE BAR BLUES—by Dick Strome $1.00 





Depicts the TRUE Sports Car Enthusiast from the first 
bite of the bug to the ultimate HERO DRIVER. 
COMIC COMBO—All 6 Car-toon Books $7.50 


BRITISH CAR REPAIR DATA __ 


SERVICE DATA SHEETS... 

are printed in England for independ- 
ent mechanics with approval of the 
mfr. Each set consists of 8 81/2 x 
11‘‘ pages for overhaul & mainte- 
nance of Engine; Ignition; Clutch; 
Gear-box; Axle; Brakes; Steering, 
etc. Wiring & Lube charts plus many 
sectioned drawings. 


DATA SHEETS FOR CARS .. . PRICE $1.50 each 





Austin A-40 Devon....4148 | MG TC Midget.......... #155 
A-40 Somerset ....7£193 TD Midget ............ #192 
A-40/50 ('54-55) #£231 TF Midget ............ #233 
Healey 100 .......... #214 Magnette (ZA) ....#¢223 

Ford Consul-Zephyr..##184 oe Uae eee #261 
Anglia-Prefect ...... #£130 | Morgan Plus 4 .......... #194 
Ang.-Pref. ‘53-54..3£224 | Morris Minor ............ 3167 

Fie BD” nccstaciveciigincs #33 Minor ohv .......... #22 

Hillman Minx (‘49)..3£158 | Rover 75 (‘50-‘51)....4181 


Minx Mk 4 & 5...... #190 
Minx ‘55-56 ohv..# 

Jaguar XK-120 
Mk 7 


60/75/90 ‘54-55 7£227 
Seaault 7350. .........:.: #205 
Singer 1500 Rdstr. ....3£215 
Sunbeam-Talbot 90..7£177 
Sunbeam Alpine #235 
Triumph TR-2 
COMPONENT DATA SHEETS . PRICE $1.00 ea. 
Similar to Car Sheets but for purchased parts. 

Lockheed Brakes .......... 23 Borg & Beck Clutches....238 
Laycock Overdrive 226 | Borg Warner O'drive....258 
SU Elec. Fuel Pump ....228 | Solex AIP-2 Carbs........ 234 
SU type H-R Carb ........ 236 | Stromberg **D*’ Carbs..248 
AC Fuel Pumps Y, T, U..240 | Zenith Z-fype carb........ 242 
SU Carbs General....... 246 


M G MAINTENANCE 


M. G. WORKSHOP MANUAL (1930 to TF 1500)..$7.50 
Overhaul & tune any MG from bumper to tail light. 
TUNING & MAINTENANCE OF MG's .................... $4.00 
Top British tuner gives details & pointers. 

SPECIAL MG ENGINE TUNING (AI! XPAG eng.)..$1.00 
Speed tuning & spcl. part nos. therefor. 

MG TD-TF SHOP MANUAL.......00200.. ee $5.50 
MG ‘‘A’’ SHOP MANUAL.................... 
MG MAGNETTE (ZA) SHOP MANUAL - 
MG TC OWNERS HANDBOOK... 














INI asa nkcopansegnacncacesoneserersntpet 
RILEY MAINTENANCE MANUAL (alimods).. 
PI RRs PII a isco 0s <nnsbccdscasscoscsvenccenvec 


Factory manual delivery subject to stocks available. 








In California PLEASE add 4% tax on all orders. 


AUTOBOOKS 


2708 B Magnolia Boulevard 
Burbank 2, California 
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PIT STOP 


DEVELOPMENT POTENTIAL 
In the November, 1955 issue of SCI, the 
German Lloyd car is pictured on page 14 
and mentioned on page 58. Please let me 
know where I can get more information on 
the Lloyd, as it seems to be just the type of 
machine that I'd like to own. 
Bernard W. Bates 
North Harwich, Mass. 


The address of the Lloyd factory is as 
follows: Lloyd Motoren Werke GmbH, 
Bremen-Neustadt, Germany. 





We’ve had our eyes on the Lloyd for 
some time, and it seems to have potenti- 
alities both for everyday use and for hop- 
ping-up sports car purposes. Its bore and 
stroke are 77 x 64 mm, and displacement is 
596 cc. The two parallel cylinders are air- 
cooled, and are fed by inclined overhead 
valves in a semi-hemispherical chamber. 
The single overhead cam actuates adjust- 
able rockers and drives the distributor di- 
rectly. A simple built-up crankshaft allows 
ball and roller bearings to be used through- 
out the bottom end. 

Right now it’s putting out 24 US bhp at 
4500 rpm, on a compression ratio of 6.6/1. 
By increasing valve sizes and port diam- 
eters, and installing additional valve 
springs, a hotter cam and higher-compres- 
sion pistons, it could be made to howl in 
no mean fashion. It’s mounted transversely 
in the car, in unit with (unfortunately) a 
three-speed gearbox. Also in the package 
is the final drive and differential, for the 
front wheel drive, and it acts as a mount- 
ing for certain parts of the front suspen- 
sion, All in all a very tempting unit. 


THE LAST ENGINE SWAP 

I have long been interested in specials, 
and think that Mr. Porter’s bomb in your 
wonderful November issue really tops 
them all. I have been thinking of drop- 
ping a Chevvy V-8 in a 1949 MG TC. I’ve 
seen Ford sixtys work fine, and I won- 
dered if this swap would be very expensive 


By KARL LUDVIGSEN 


if done by a good swap man. 
A/2c Dennis Pesek 
Plattsburg A.F.B., N.Y. 

These are the facts: If you used the 
Chevrolet transmission, it wouldn’t be too 
hard to get the V-8 into a TC. There would 
be interference with the steering column 
and the pedals, and a bigger radiator 
would probably be needed, but these are 
all common problems to an experienced 
swap man. It would of course be expensive, 
but not so bad as if a new bell housing or 
reworked steering linkage were necessary. 

But think it over. The TC is a nicely 
balanced car as it is, but you know how 
skitterish it gets up around 75 mph. It 
would be a beast with all that power and 
that heavy Chevvy up in the front end. The 
frame is just too darn flexible, and the 
machine is too small. 

If you mounted the engine on two ver- 
tical plates placed across the car and tied 
firmly into the chassis, you might g 
enough stiffness, but the vibration at 
idling might be more than you would like. 
The engine must also be set well back, to 
avoid nose-heaviness, and legroom may 
suffer. You should have an entirely new 
rear axle, cut-down to the MG tread, both 
to get the right ratios and the necessary 
strength, Cutting down the wire wheels 
to 16 inches would be a must, for decent 
handling and traction. I’ve seen an early 
Morgan Plus Four with a Chev stuffed in 
it. Most of the above precautions were 
taken, and as a result it was a roadworthy 
car. Except for the brakes, where the TC 
will fall down also. A TD would be a bet- 
ter basis, but that’s not saying much. 
Don’t let us discourage you, though, and 
let us know how it comes out. 
BANSHEE IN THE BUSTLE 

Can you tell me if there is such a thing 
as a silent Judson supercharger installation 
in a Volkswagen? Judson tells me I have an 
intake leak which unbalances the blower, 
but for the life of me I can’t find the leak. 
The vanes slap like a bunch of banshees, 
and it’s very embarassing at times, Should 
the vanes be of a different material, or 
possibly thicker? H. A. Diehl 

Pittston, Pa. 

The Volkswagen Club of America (PO 
Box 34, Leonia, N.J.) tells us that a slight 
vane slap is natural. Excessive slap is usu- 
ally caused by a manifold leak, which may 
occur at the manifold heater in cars built 
before late 1955. If vanes are noisy when 
the unit is excessively warm, it indicates 
that replacement is necessary, This can 
happen in less than (0,000 miles, and 
quite inexpensive. Make sure the oiler i 
feeding at least the specified quantity, and 
preferably slightly more. 


vet 
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THE BIG N 


Product of AUTO UNION G.M.B.H. 


WESTERN U.S. 

Peter Satori Co., Ltd. 
325 W. Colorado 
Pasadena, Calif. 





Winner—European Touring Championship for 1955 
German Championships for Touring Cars 1955 
Monte Carlo Rally to 1300 cc for 1956 


EW 





This remarkable car has FRONT WHEEL DRIVE, and only 7 movings parts 
to the engine. The powerplant of the DKW has no VALVES, TAPPETS, 
or CAMSHAFT in the amazingly simple engine; the pistons connecting rods 
and crankshaft—the only moving parts—rotate on roller bearings. 

The 2-stroke system obtains high power which also 

results in 30 miles per gallon. 


FULL LINE OF PASSENGER AND COMMERCIAL MODELS 


Importers and Distributors 


EASTERN U.S. MIDWESTERN U.S. CANADA 
Germanic Auto Dist., Inc. Imported Auto Distributors British Motors Ltd. 
566 Whalley Ave. U.S. 41 at 4 mile road 623 Yonge Street 
New Haven, Conn. Racine, Wisconsin Toronto, Ontario 
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F pipe dreams could drown you, the words “big Euro- 
pean show” would always be followed by a yell of 
“Run for your lives, men—the dam’s busted!” At the 


mere mention of the wing-dings in London, Paris or Turin, 
yokels from Portland, Maine to Portland, Oregon (and all 
the whistle-stops in between, like New York, Chicago and 


L.A.) grab for the opium feedline, and indulge in some 

4 highly technicolored, hokum-filled reveries. 
YY These are generally in line with the addict’s interests. 
: Classics fans dream of the return of Hispano-Suiza, sport- 


ing types hope breathlessly for the little man in Milan, 

Molsheim, or Coventry to come out of the woodwork with 

something really splendiferous: engine by Longines-Witt- 

nauer, body by Marilyn Monroe, exhaust note by Ludwig 

van Beethoven, and suspension by Paris Garters. And the 

man in the street has the most fantastic vision of all—of a 

peppy, solid little car he could buy without rupture of the 

P 9 checkbook. The one thing all these pipe-dreams have in 

Show Review: Earl Ss Court, 1956. common is the fervent belief that there’s something new 
and wonderful at the Salon de Timbuctoo. 

Well, sometimes, there is, and sometimes there ain't 

Touted as the most important British show since the war, 

this year’s London International Motor Show made sud 

lukewarm news that it was all but elbowed off the nation’s 

front pages by a sizzling little item to the effect that the 

Portuguese Society for the Prevention of Cruelty to Animals 

BY MERWIN DEMBLING had finally succeeded in getting fried sparrows banned from 


Lisbon restaurants. 


SPORTS CARS ILLUSTRATED 
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Represented by the automotive manufacturers the world over, the 1956 Earls Court was studded with an array of 
gleaming varieties ranging from chrome plated miscellaneous hardware to a Flash Gordon interplanetary space sled. 
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sing into reality. (See January SCI). 


§% loud lately that F. A. 





A TR-3 showed off its interior construction 
as well as its outer form with a Perspex body. 


am. 


This symbol of the future is fast reach- 


This public relations misfortune is only one cause for the 
great gobs of gloom that stand knee-deep around the pa- 
Matial Piccadilly premises of the Society of Motor Manufac- 


eturers and Traders. 


The Suez Canal mess has threwn delivery schedules into 


‘tomplete confusion—5,000 cars destined for U.S. West Coast 


‘ports are hanging around the docks waiting for ship space. 
pAnd the chorus of boos and jeers at home has been getting 
Perkins, President of the Society, 
his speech of welcome at the pre-Show dinner, com- 
Plained: “The British press has given the impression lately 
Mat the motor industry is on the decline.” 
| The English are apt to be hard on their own cars because 
@ murderous sales tax and rough installment buying condi- 
tions price a huge hunk of the well-wishing public right 
Out of the market. General frustration at this state of affairs 
resulted in a cynical, sour-grapes attitude toward the 
fars themselves. Every little fault, real or imagined, is mag- 


Mified to jtistify the feeling that “I can’t get a new car, so 


Stafford Hutchinson examines self ad- 
justing disc brakes fitted to a Jensen. 


MGA, now obtainable in coupe version, incorporates 
wrap-around rear windshield and wind-up windows. 


S. Moss proves he can see over top 
of Buick Centurion’s steering wheel. 


just for spite I don’t want one anyway.”” As one of my 
British colleagues asked me ruefully at the press opening, 
“What can you possibly tell the Americans about our potato- 
shaped English motorcars?” 

Plenty. Maybe I’m just a vegetarian at heart, but there’s 
a lot to like in this year’s crop. Moreover, going to an 
automobile show doesn’t mean you have to eat your heart 
out because you can’t take home every shiny specimen on 
the stands. 


For instance, it gives one a nice feeling of superiority to 


be able to say, “‘well—finally!” at the news that Rolls Royce 
is now available with power steering, automatic transmission, 
and on models for export to hot countries, air conditioning. 
It is amusing to note the hoopla and whoop-de-doo over the 
fact that a Park Ward bodied Silver Wraith has a small wire 
recorder built in so that busy tycoons can dictate as they 
travel. On a car costing in excess of $23,000 one is justified in 
expecting at least a built-in blonde-secretary, among whose 
talents shorthand would be the least. 


(Continued on page 50) 
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ROAD TEST: 


the amazins 


Alfa Veloce Coupe 





Resemblance of the Sprint Veloce to the Alfa Romeo Giulietta is limited to exterior appearance. Terrific weight 
savings have been achieved through extensive use of aluminum in hood, trunk and door panels, and bumpers 


a car that it’s going to be raced in the Mille Miglia; 

because of this, they are forced to build an automobile 
that will handle reasonably well, and to design an engine 
that won’t fly apart when an imitator of Tazio Nuvolari 
goofs and misses a shift. 


[ears manufacturers know that as soon as they build 


All this applies in particular to the small Fiats and, more 
recently, to the positively amazing Giulietta Sprint Veloce, 
the competition version of the normal 1300 cc Giulietta 
Sprint. The Sprint is a fine, high speed, touring-sports car, 
relatively quiet, with roll up windows, and a top speed of 
just under 100 miles per hour. But the Sprint Veloce is 
considerably more than this. The car was literally born in 
the mountains of Italy—on the Radicofani, the Futa and 
the Raticosa mountain passes which make up the most 
rugged part of the Mille Miglia. 

When the normal Giulietta first came out, it had its baptism 
in the 1955 Mille Miglia, but was badly beaten by several 
well driven 1300 Porsches. Alfa was already designing a 
competition version for the next year. Thus was born the 
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Sprint Veloce, a 1300 cc sports car which is a real Italian 
racing car with dual Weber double choke 40DC03 carbure 
tors, a centrally mounted four speed gearbox, and a hot 
rodded 1300 cc mill which.conservatively produces 90 bhp a 
6000 rpm. The car’s maximum speed was increased to al 
honest 110 mph which resulted in a car that swept the 1300 
Gran Tourismo class in victory after victory. One indication 
of the car’s capabilities is the fact that it immediately broke 
all previous 1300 Porsche recards on the Niirburgring; the 
Giulietta Sprint Veloce is, in short, the most sensational com 
petition car to come out of Italy in 1956. 

Veloces are scarce and it was only through the generosil) 
of Bob Tappan, owner of this car, that we were able t 
make the test. It was immediately taken over one of the 
roughest stretches of mountain road. in all of Italy—the bit 
of highway between Florence and Bologna which twists up 
and over mountain passes, the Futa and the Raticosa. Thi 
is the kind of road which shows up the merits and demerit 
of any car that is driven hard over it. When you first ge 
into the Veloce, you find the seats are extremely soft, so soli 
in fact that if you’re short, you find yourself looking throug! 
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Air intake hides second Weber 

carburetor. Plugs are acces- 
_ sible for easy changing. Fuel 
filter and brake master cylinder 
are handy for servicing. 


Under hard cornering conditions, normal understeer 
characteristic can be neutralized by playing with 

gas pedal and steering wheel. Car 1s literally 

steered by provoking rear-end breakaway. 


the upper half of the steering wheel, but a little padding 
in the right places takes care of this. Lateral support is good 
and the rugged, centrally mounted gear shift lever fits into 
the palm of your hand—exactly the way a competition shift 
would. In fact, the more you look at this baby Alfa, the 
more you realize that it was expressly designed for competi- 
tion. Plastic windows, lightweight aluminum doors, the 
bucket seats, and under the hood the dual Webers and the 
‘xtractor-tuned exhaust manifold, are visible signs of the 
Veloce’s role in life. But it’s not until you get the car out 
mto the road that you fully appreciate what Alfa has created. 
The tach is red-lined at 6700 rpm and with this limit even 
in normal driving, the needle hardly ever sees six. If you’re 
wed to driving a car where you have to keep more than 
oe eye on the rev counter, the Veloce will be a revelation. 
At 5000-6000, all 1290 cc’s sing in harmonious contentment 
ind the driver gets the impression of almost unlimited rpm, 
lt alone unlimited acceleration. Power comes in fully at 
00 rpm on the Veloce and in second gear, the short space 
‘time that it takes to go from 4500 to 6500 rpm is quick 








Gear shift lever is centrally located, as in more 
civilized version. Bucket seats are on the soft 
side, but give good back and lateral support to 
driver. Steering is only 21% turns lock to lock. 


enough to pull out of any demanding situation. On the 
road, the car gives the driver a feeling of complete security. 
The quick, extremely light steering, the extraordinary brak- 
ing ability and the car’s compact size all make for fantastic 
maneuverability and allows the driver to put the Veloce 
through slots where even 300 SL’s fear to tread. This is what 
a real Gran Turismo machine should be able to do and 
this Alfa never lets the driver down. 

The Veloce has a steering characteristic that is difficult to 
find among high performance machinery. Under normal 
driving conditions, the car has a decided understeer. How- 
ever, under hard cornering conditions, a transition from 
understeer to neutral steer can easily be effected by playing 
with the gas pedal and the steering wheel. This, of course, 
results in an extremely flexible automobile in which the 
driver is at home in a minute. The steering box is of ZF 
manufacture which accounts for its lightness. What is inter- 
esting is that it takes the same amount of effort to hold the 
Veloce on full lock as it does when on half lock. Steering 
return is not vicious and has this constant feel to it which 
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Details of overhead cam system. Chain drive 
sprocket is at left. Double valve springs are 
counter-wound. Valve adjustment is through use 
of shim caps over valve stem, under lifter cup. 


makes for really pleasant driving. Two and a half turns from 
lock to lock is just about right, and with no play in the 
wheel nor shock from the road, the Veloce is undoubtedly 
one of the easiest cars to maneuver that we’ve ever exper- 
ienced. But that’s getting ahead of the logical procession 
of things, so let’s take a close look at how the car is put 
together. 

Overall quality of workmanship on the Veloce is not as 
good as on competitive German cars nor is it as good as the 
production normal Sprints. The plexiglass window slides 
have a tendency to stick shut and are not the most convenient 
things to open and shut. One big advantage to the sliding 
windows is that the area in the doors where the roll ups on 
the Sprint fit, is completely cut out and allows for an extra 
amount of elbow and storage room. This, and the huge 
amount of space behind the seats make up for the small 
trunk and practically useless glove compartment. The dash 
is laid out well, but the instruments, especially the tach, are 
difficult to read. The hand brake is probably the poorest 
item on the car—being stiff and awkward to release. But 
defects like this can be excused when one realizes that the 
hand brake and the glove compartment just aren’t meant 
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Entry and exit are considered very good for a sports car. Use of plexiglass windows elim- 
inates window mechanism in doors, results in added elbow room inside car. Although rear 
quarter windows open, ventilation is not tops. Sprint Veloce body is built by Bertone. 
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Trunk compartment carries spare, jack and lug 
wrench, plus filler cap for 21-gallon fuel 

tank. Luggage space is at a premium compared 
to barn-like interiors in current Detroit cars. 


to be used on the Veloce since the car is a competition 
machine pure and simple. 

For a sports car, entry and exit is very good. The seats 
despite the fact that they’re too soft, offer good lateral and 
vertical support and the offset driving position is hardh 
noticeable until pointed out by an observant passenger. The 
car is equipped with a heater and defroster unit that could 
not be put through a test in the hot Italian summer but 
would probably prove to be adequate enough for a harsh 
New England winter. Wind noise is quite noticeable over 
90 miles an hour. At that speed, a loud whistle emanates 
from around the windshield pillars. Ventilation also leave 
a bit to be desired on the Veloce coupe despite the presence 
of fresh air ducts under the dash and plexiglass rear quartet 
windows that crack open. 


Engine accessibility is really terrific. The plugs can be 
changed in a flash and the dip stick does not hover clos 
to the exhaust manifold as is standard practice on many cars 
Fuel filter, master cylinder, and carburetor intake air filte 
are close at hand as soon as the aluminum, forward hinged, 
hood is lifted. The trunk contains the gas filler for the 2! 
gallon tank which is special on all Veloces, as well as the 
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Rear suspension is by coil springs arouna 

tubular shock absorbers. Triangle bar 
arrangement to the right of the differential 
acts asa lateral stabilizer. 














Two section drive shaft is used in the Sprint Veloce. 1—front section; 2—rear section; 3—rubber bushing point at 
transmission; 4—intermediate support; 5—universal joints; 6—grease seal at end of transmission main shaft. 


battery, spare tire, and tools. The bumpers are of aluminum— 
another difference between the Veloce and the normal Sprint. 
Alfa has let no item go unseen to cut the weight factor. 
But let’s take the Veloce out onto the road and see how 
the goes. The engine is almost instantaneous in its response 
to the key starter. A rough idle makes you note that the tach 
does not read under 2000 rpm—the double overhead cam 
engine is meant to be kept at 5000. Getting away from rest 
and jabbing the gas pedal you feel the surge of the throttle 
response. With the windows open, and when passing through 
atunnel or down a street ringed by tall buildings, you can 
hear the singular exhaust noise that is pecular to the Veloces; 
is sort of a high pitched rasp that only the Veloce owns and 
when you get a bunch of them together on a circuit, you get 
buzzing not unlike a bunch of angry hornets. 

Maximum speeds in gears are as follows: Ist, 37 mph; 2nd, 
9; 3rd, 80 plus; 4th, a good 111 mph. In fierce acceleration 
he tach is taken right up to the red line at 6700, and if really 
pressed, on up to 7000 rpm. The gear shift is sheer pleasure, 
being very solid and rugged to the touch and very definite. 
There is never any question as to which gear is doing the 
pulling. Rapid down shifts can be made with or without 





double clutching and first is completely synchronized giving 
the driver excellent control in hard and fast mountain driv- 
ing. The clutch seems stiff at first but this is due to the 
relatively high low gear. 

When accelerating, you are overwhelmed by the fact that 
this is only 1290 tiny cc’s, every one of which is really doing 
more than its maximum bit of work. The acceleration of 
the car is fantastic. Zero to sixty mph in 10.5 seconds; zero 
to one hundred in 26.5 seconds. The standing quarter was 
covered in 18.1 seconds—very fine going for a smal] displace- 
ment machine. Cruising speed is limited only by the driver's 
adversity to noise since over 90 mph the wind noise begins 
to become more than noticeable. Tracking on the straight 
was found to be anything but good above 90. At that speed 
thé car developed a slight wander tendency. Safe all day 
cruising could be held at 85 with complete security and ease. 

In hard cornering, the Veloce, as does the normal Sprint, 
exhibits marked roll habit, but this roll is noticeable only 
to outsiders—passenger and driver being completely oblivious 
to it. The aforementioned characteristic of understeer on the 
Veloce is good in that while holding the car on neutral steer 


(Continued on page 55) 
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44 inches of fi 


By PETER SUKALAC 





ght 


The tight, box-shaped little 
bomb looks and 1s flat and 
steady as Harry Eyerly 
tosses it through a tight 
turn at Pebble Beach, A 
stiff basic frame and a 
highly-developed suspension 
keep it consistently 
controllable in all sttua- 
tions. Harry says, “Keep it 
simple.” Much easier to 
find the bugs and work them 
out if that’s the case. 


nig Oy 


. One of the first and best of 
the sizzling 750’s, the Eyerly 


Crosley has been winning for 
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ABOVE: Bodywork on ‘ 
Eyerly machine is simple, Me 
to the point. Compound : 
curves were avoided by 4 
clever bending around nose. G1 
Hood scoop is for old carb. th 
RIGHT; Direct-acting Hi 
clutch pedal has replaced th 
hydraulic, which hung from an 
steering column. Wiring, ' | 
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Not much luggage room. 
Trunk holds six gallon 
main tank and 21% gallon 

reserve. Small tank is re- 
moved to save weight on 
short races. Lightweight six- 
volt battery is in rear to 
improve front/rear balance. 


Rear suspension hasn’t changed from first chassis version. 














Leading quarter-elliptic springs and trailing arms from lever 
shocks give straight vertical motion to stock Crosley axle. 


ORSCHE owners the world over are known for their 
maniac devotion to maintenance, but up and down 
the West Coast there’s a scattered string of peren- 

nially dusty 356’s. A Porsche Duster has been at work, and 

not under cover, either. In broad daylight a red shoebox- 
shaped machine has kicked up enough asphalt shreds to lay 
this layer in the hands of its owner and builder, Harry 

Eyerly of Salem, Oregon. 

Starting with the Pride of Cincinnati, the Crosley, Harry 

built the mostest Class H dominator for the leastest outlay 

imaginable. Back in the fall of 52 when the car was first 
conceived of as a small runabout, it was to be powered by 

a detuned 45 inch Crosley mill taken from one of the 

Eyerly hydros. Harry had had a scad of experience with the 

high winding engines and knew exactly what could and 

couldn’t be done with them. He had also fooled with a 

Crosley Hot Shot and was impressed with the potential of 

the car, though not with the engineering of the chassis. 

His idea was to improve on the rigidity and lightness of 

the chassis, up the stock performance of the engine slightly 

and have an all-American runabout. 

With nothing more serious in mind, he felt that plain, 
mild steel would do for the chassis instead of the usual 
xpensive Shelby tubing. 234 inch O.D. tubes were cut 
iid laid out to a preliminary sketch. When welded to- 
gether the frame formed an extremely rigid platform con- 
isting of three rectangles, one small one in front to carry 





the engine and front suspension, a big one to carry driver 
and passenger, and a small one at the rear to carry the rear 
suspension. The length and width of the front and rear 
rectangles were dictated by the Crosley components, a stock 
front axle complete with semi-elliptical leaf springs, and a 
stock rear axle carried on the leading-end of 14 elliptics. 
Engine mounts were located well back in the frame so that 
the stock “crash” box and a shortened torque tube drive 
could be utilized. A cross tube was welded to the front frame 
kickups to carry the steering column, and a set of master 
cylinders for the hydraulic brakes and the hydraulic clutch. 
The stock steering box was mounted on the right side of 
the frame and employed a cross-shaft to actuate the length- 
ened pitman on the left front wheel. A sturdy, braced roll 
bar was located just in front of the rear kickup to give 
driver protection, strengthen the frame and to provide a 
basis for locating the 54” tubing used to form the body. 

For the power plant, Harry selected one of the 45 cubic 
inch cast iron block engines that had been used in his 
hydro. The mill was an all out Alky burner that was de- 
signed to turn up to 10,000 rpm. For street use the engine 
was detuned by lowering the compression ratio to 9.5/1. 
Stock valves, cam, and rods were used with high dome pis- 
tons, a‘steel billet shaft, aluminum flywheel and a reworked 
Crosley clutch. The parts were given a light going over with 
a high speed stone to make them smooth and the intake 
valve seats were recut to a 30 degree angle. Battery ignition 
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was used. Harry built a simple log manifold to carry a single 
Ford “60” carburetor. All moving parts were balanced 
statically and dynamically before being assembled. The mill 
was dropped on its mounts and buttoned up to the stock 
transmission. To complete this stage of the work Harry 
mounted a Crosley radiator on a bracket between the en. 
gine and the steering cross tube. 

A simple yet serviceable body was then designed to cover 
the chassis. Since Harry had elected to do all the work on 
this project he felt that it would be best not to design a 
complex body for the car. Instead, a simple envelope em. 
ploying one-direction curves was laid out on the drawing 
board. A framework of 5% inch tubing was then welded up 
to the chassis. Over this the skin, formed from sheets of 
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Though Harry hasn’t been able to campaign 
in the east, his Crosley certainly cleaned up 
in the west after shakedowns in 1953 racing. 
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Special high-compression piston has Norden steel billet crank, latest Suitable for both boat and car use, 
butterfly-shape crown to accommo- crankcase and block are heart of Isky B cam won Eyerly’s favor. This 
date turbulence wedge in block. going Crosley. Rod is as stock. is billet grind, has fine finish. 


.032 24 ST aluminum, was laid and secured by self-tapping 
sheet metal screws. A hood and grille was fashioned from 
a single section and so formed that it could be hinged at 
the front. When lifted it would give access to everything 
from the instruments forward. 

When complete (early in ’53) the engine was fired up 
and the car driven on its maiden run. With an all-up 
weight of less than 1,000 pounds the bright red roadster 
performed handsomely. In fact the roadability was nothing 
short of amazing, considering its modest layout. The power 
to weight ratio was such that the car could be walked in 
high cog, or when dumped into second, scream away like 
a scalded cat. 

Later that summer, after novice races at Pebble Beach 











Twin SU carbs were pirated from a 40-inch and Stockton, California, the sports car fever really took T 
Triumph cycle, have performed faultlessly with hold of the Salem lad and when entries were filed for the é 
original needles. Throttle linkage is simple, sturdy. Golden: Gate go at San Francisco he made sure that hi§ ) 


mount was duly entered. The officials placed the wee cat 
dead last in the pack. Four Porsches made up the hot com 
petition and were placed up front in the first two rows § | 
The flag dropped and the 24 entries roared off into the first fg 
turn. Two minutes later the first Porsche came around the 
last turn into the home straight. Right behind, practically 
bumper to bumper, was the Eyerly Special. And, there il fr 
stayed, until, on a downshift the actuating rod of the hy 


Wheel is rugged, grippable, instrumentation simple. 
Twin valves for main and reserve fuel are at left, 
feed Bendix electric pump. Nothing for show here. 
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Wico mag sparks mill; weight is cut by 
drilling starter and generator. Two water 
leads replace stock central outlet. 


draulic clutch master cylinder jammed and left Harry in 
low cog. 

Fired by this near win, Harry brought the car home and, 
forgetting the runabout theme, set about to make his car a 
real contender. The car had lacked the top end performance 
to pass the fastest Porsche. The induction and exhaust sys- 
tems were obviously the weak points. To remedy these 
weaknesses the single pot and log manifold were discarded 
along with the single stack exhaust system. The engine was 
dismantled and the area around the valves relieved with a 
special stone. The rods were lightened by grinding off all 
excess metal on the big ends. An Iskenderian cam was 
installed when the engine was assembled. The stock igni- 
tion was discarded and a Wico mag mounted in its place. 
Then a pair of motorcycle MC-2 S.U.s were bolted directly 
to the intake ports via fabricated double flanged tubes. No 
balance tube was employed. Next an exhaust system employ- 
ing a separate pipe for each port was composed and the 
tubes were made to run along the right side of the car. A 
deflector was used to keep the exhaust gases off the rear tire. 
On long races the oil temperature had a tendency to climb 
% a scoop was fashioned to direct a stream of air over the 
frankcase. Oil capacity was increased by cutting away the 
front of the case and adding the bottom half of a ’42 Cros- 
ley case. The added sump was completely finned to place 


SCCA demanded fender valances. Rear rims 
were widened from 4 to 5 inches to take big 
dirt track casings. Termites were at work. 


Goodyear spot brakes, made for 
Crosley under Hawley patents, have 
been positive and trouble-free. 


Jowett Jupiter box requires odd shift link- 
age, ts fitted to bell housing by one-inch plate. 
MG center spline adapts Crosley clutch. 


more area in the path of the cooling air from the scoop. 
Harry then began to lighten the chassis. Everything was 
drilled. The wheels, frame, starter, generator—every non- 
essential ounce of metal was pared off the car. End result: 
ready for the road the car scaled in at 760 pounds. 

Running in the '53 Seafair at Seattle, Washington, the 
little car thrilled the spectators, and its driver, with a sizz- 
ling performance. But, just when victory was in sight the 
load proved to be more than the Crosley rear hubs and 
axles could take. On a hard turn the left rear wheel let go 
and the race was lost. To eliminate any further failures of 
this type Harry made new rear hubs from steel. And, even 
these are replaced after every three races. The stock Crosley 
box did not prove troublesome, but the ratios were inade- 
quate, especially between second and top gear. The rear 
tires were changed to five by twelve inch dirt track casings 
that allowed a higher speed without taking the mill past 
the 7,500 mark. 

The car was run the entire ’54 season without a single 
failure. Class H became the personal property of the Eyerly 
Special. Nothing could touch it. With the opening of the 
‘55 season, though, Harry began to use the rig for more 
than just pure competition work. Rallies of all types were 
entered. The outfit was run in the same form except for 
the addition of a passenger’s wind screen and a muffler. 


(Continued on page 58 ) 























THE COLONEL 
AND Tk 
FLYING HAMMOCK 


By DENNIS MAY 


SPORTS CARS ILLUSTRATED 


MAN doesn’t have to be an authority on cooperage 
and hydrodynamics to be pushed over Niagara Falls 
in a barrel; and the career of Arthur Thomas 

Goldie Gardner is living proof that ignorance of automotive 
technicalities is no bar to the record-breakers’ Hall of fame. 

As the first and only driver to reach 200 miles per hour in 
the 1100 and 1500 cc categories, also the first to click the 
century and a half turnstile on 750 and 500 cc, he was the 
central figure in exploits of a technical merit at least equal 
to the Land Speed Record itself. Yet among his entourage 
of egg-heads there wasn’t one who'd have let him check his 
own tire pressures. “The Colonel” had the courage of 37 
Gunga Dinns—and he did what he was told. It was enough. 

It was enough except on occasions when, through some 
oversight, the self-evident was not explained to Goldie. 
Then anything could happen. One such time was Wednes- 
day, November 9, 1938, memorable as the date of the first 
records he ever made with EX 135, his MG streamliner. He 
had raced through the mile and kilometer traps on the 
Frankfurt-Darmstadt autobahn at a decimal below 180 mph 





Lt. Col. G. Gardner rests six foot The Ex135 in postwar condition just before a run on the Jabbexe Highway in 
three frame on cane. For his Belgium. In prewar days, the cockpit dome did not cover the driver’s head 
61 years, he has unbounded energy. completely. Wheel covers restricted front wheels to 18 degrees lock to lock. 


22 











in 








Photos Courtesy of The Autocar 


Photos Courtesy of The Motor 


Part of the mile trap on the Jabbeke 
Highway. Most of the Colonel’s success- 
ful sprint records were run here. 





The experimental six. Overhead cam ts 
driven through bevel gears. Super- 
charger is driven by crankshaft. 


average. Past the end of the timed stretch, at a point where 
the car’s speed would still be up around 170, an MG engi- 
neer had established a one-person observatory on the side- 
lines. At Gardner’s approach the MG man took a couple of 
paces out on to the pavement and waved Goldie the top ’o 
the morning. EX 135 had back wheel brakes only, and these 
were totally devoid of ventilation. But, since nobody had 
thought to tell the Colonel that you don’t hit such brakes 
at 170, he hit them, with might and main. By a remarkable 
combination of luck and legerdemain, he brought the 
streamliner to a standstill without doing a loop. . . just. 
Always the personification of phlegme Brittanique, Gardner 
had fully recovered his composure by the time the anxious 
technician came panting up. 

“Tell me,” he said, “what gear am I in?” 

This suicidal act of braking, and the quaint question that 
followed it, might have been credible in a novice. But 
Goldie had been driving cars of all types and nationalities 
for over two decades, and racing fourteen years. Before ac- 
quiring EX 135 in 1938, he was already the holder of the 





1100 cc lap record for Brooklands track at better than 124 
mph, and an earlier autobahnstorming trip with his first 
Magnette, an offset-bodied monoposto, had given him the 
world’s fastest Class G speed in 1937. 

Many years later, in a place far removed from Frankfort- 
am-Main, the Colonel gave his aides the last of many re- 
minders that he was no Uhlenhaut. After two turns of a 
ten-mile circle on the Bonneville Salt Flats, in quest of 
Class E records in ’52, he pulled out and worriedly reported 
that the oil thermometer hand was now on its second lap of 
the dial. Disproof of this novel contention did not defeat 
the brains of Sydney Enever, Chief Engineer of MG, whose 
technical skill had contributed more than any other man’s 
to EX 135’s long and varied list of record kills. 

With the close of this Bonneville chapter, Lt. Col. A.T.G. 
Gardner, O.B.E., M.C., took the weight off the MG’s canted- 
back hammock seat for the last time. II] health forced him 
to abandon plans for another Utah expedition in 1953; and 
it was finis to a man-and-machine partnership that had 
lasted nine peacetime years, bridged a world war and set 


Unable to scrape the slick salt from his shoes because of his stiff leg, Gardner has his soles dusted off. Crusted 
salt on shoe bottoms has a gooey, oily feel on the pedals, which can be an annoyance during runs. 





























Goldie had to adopt a 40 degree backward lean in the 
postwar Ex135 otherwise cockpit cover would have 
projected too high to meet aerodynamic requirements. 


os 


Gardner lifts himself out of cockpit of MG after a 
successful burst at Jabbeke. Rectangular steering 
wheel was removed to permit the Colonel’s release. 
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Cutaway of the Ex135 bares the supercharged power plant which pushed the Gardner machine to successive records. 
Built on an MG K-3 Magnette chassis, with leaf springs fore and aft. Note the lack of front brakes, and sling seat. 





fastest-ever marks in 60 percent of the recognized inter- 
national classes, from 350 cc to two liters. 

Ironically, although the 1952 edition of EX 135, powered 
by a blown TD engine of basically stock pushrod type, took 
American national records at over the double century, 
Gardner was cheated by a tantalizingly narrow margin of his 
real target; this was to beat his own thirteen year old Class 
F marks—203.5 and 203.2 mph for the mile and kilometer 
set in ’39 with six cylinders and a single overhead camshaft 
under the carapace. 

Those figures still stand, pride and consolation of Europe's 
greatest living record-man as he whiles away his retirement 
in a prim English coastal resort. Conditioned to action and 
danger by more than forty years of adventure in war and 
peace, on fast wheels and in the cannon’s mouth, the 
Colonel, at 66, accepts his perforcedly humdrum state sto- 
ically. For company, apart from the old racing friends who 
drop by to trade shoptalk, he has his two steadiest fans—a 
charming and devoted wife, many years his junior (his first 
marriage, to an American girl, lasted only a short time) and 
a nine year old daughter. 

To occupy his mind he has his memories, his books, a 
mountainous inventory of photographs (souvenirs of record 
campaigns in Britain, Germany, France, Belgium, Italy and 
the U.S.) to catalog and classify and marshal into orderly 
mural patterns, his trophies of silver and gold to arrange 
and rearrange, his scale models of the departed EX 135 
which serve as three-dimensional food for nostalgia. 

“A gentleman to the ferrule of his walkingstick” was 
the most apt description of Gardner I ever heard. The 
allusion to the stick was more than incidental. This acces 
sory, which he has a habit of hanging by its crook from 
one of his jacket pockets when standing easy, is the symbol 
of a physical handicap that has dogged him with varying 
degrees of rigor for nearly forty years. Every race he drove, 
every record he attacked, had its accompaniment of ut 
pleasant sensation ranging from nagging discomfort to 
acute pain. I was with him on many races and record 


































































































sorties, at home in Britain and abroad in Belgium, France 
and the U.S., and I never heard him utter more than an 
undertoned grunt of complaint. 

With a crippled right leg and hip like his, lesser men 
would have had all the excuse they wanted for leaving 
record-breaking alone; Goldie, on the contrary, made it his 
reason for getting into this department of speedwork. 
When his injuries robbed him of the freedom of movement 
demanded by road racing he just switched to a branch of 
the business in which he’d only need agility for crawling 
out from under in the event of wrecks. 

He copped the original damage in a flying accident while 
on home leave from France in 1917. Following a two year 
lay-up in a hospital and twenty operations he was ruled 
unfit for service and discharged from the army. A man’s 
fitness for automobile racing, however, is naturally his own 
affair, and medical opinion was therefore not invited when 
Major A.T.G. Gardner made his Brooklands debut in the 
summer of 1924, driving the species of Austin Seven known 
as a Gordon England Special. How, with his seventy-five 
inches of stature and a right knee devoid of a knee-action, 
he ever shoehorned himself into it remains a mystery, but 
he did. And the immediate successors: to the G.E. Special, 
a Salmson, an Amilcar and a Montlhéry Midget MG, 
weren't much roomier either. 

Not content with the interim job they’d made of lousing 
up his leg in ’17, Goldie’s gremlins tailed him to the Ards 
circuit, Northern Ireland, in 1932, and tried again in the 
Tourist Trophy race. This time they weren’t playing pata- 
cake. Crowded off on to a grassgrown shoulder while 
maneuvering to pass a slower driver on a fast turn, he hit 
a transverse gulley with his front wheels. The Midget went 
end over end three times. At the second inverted landing 
it came down on top of him, inflicting a compound fracture 
of the right leg, close above the knee, and other injuries 
of a lesser order. His helmet split open like a nutshell under 
the impact but nevertheless saved his life. 

Complications set in, including septicemia, and for 
weeks it was touch and go whether amputation would be 
necessary. Finally the surgeons managed to conjure some 
semblance of life back into the limb and after four months 
in the hospital Gardner returned home, still classifiable as 
a biped . . . just. On this point, incidentally, some British 
newspapermen took a lot of convincing; right up to the 
time of his first 200 mph bursts in 1939, the non-technical 
press regularly referred to Goldie as “The One-Legged 
Major,” occasionally ringing a change with “The One- 
Legged Speed Ace.” 

The apellation “Major” at least was accurate at that date. 
It wasn’t until his WW2 spell of service with the Royal 
Artillery that Gardner rose to the rank of Lieutenant 
Colonel. As such, of course, he wasn’t and isn’t officially 
entitled to be addressed as Colonel, but with his rather 
naive regard for the grandiose he was not the man to dis- 
own this extra-military promotion. When he was in Italy 
in 1946,.shooting at 750 cc records, an Italian factotum 
attached to his equipe elevated him to Sir Colonel Gardner, 
then to Mr. General Gardner. It is not on record that 
Goldie corrected him. 

To get a proper perspective on the 24-carat guts of the 
man, all of his speed exploits between 1924 and 1952 
inclusive have to be viewed in the light of his disability. 
That Ards clobbering, needless to say, did nothing to 
improve the already ricketty leg. From then on the pain 
spasms were worse and more frequent, and usually came 
at the least convenient times. Nevertheless, except for 
when he finally submitted to doctors’ orders and quit 
speedwork for keeps in 1953 — through a health deteriora- 
tion unconnetted with his leg — he never cancelled or even 
postponed a record bid on account of his handicap. 

Short as he was on engineering knowledge, Goldie was 


(Continued on page 52) 











The beautifully aerodynamic form of the Ex135, de- 
signed by Reid Railton, is probably the most copied of 
all streamliners. Note offset seat, and vertical exhausts. 


















ABOVE: Goldie wriggles into flying hammock prepara- 
tory to jumping off. BELOW: Col. shades his eyes 
against Belgian sun as MG technicians talk over spark 
plug problem. With straight hair, right, is R. Jackson. 
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A big one-step boost for the Corvette is given by the Latham axial-flow blower, belt-driven and fed by two Carter carbs. 


By ROGER HUNTINGTON} 


HEATING UP 


THE 


HERE’S no substitute for cubic inches.” 

That’s a popular theory among American auto en- 
thusiasts which eight years of bigger and bigger 
passenger car engines have done nothing to kill. That is, until 
the little 530-pound, 265 cubic inch Chevrolet engine came 
along. After two years of experimenting with this fireball, a 
lot of smart hop-up men aren’t so sure about the pet cubic- 
inch theory. They’re beginning to realize what the Europeans 
have known for years—that a good, big handful of usable rpm 
can replace a lot of inches. 


ee 


This is the double whammy that the Chev engine has on 
the other V-8 powerplants throughout the industry. It has 
about another 1000 rpm of usable crank speed that can be 
turned into brute horsepower at the road wheels. Further- 
more, it’s considerably smaller and lighter than the com- 
petition, It’s an ideal powerplant, either for hopping up in 
a stock Corvette or Chev passenger car or for transplanting 
into other sports cars and specials. It will be easier to get 
one horse per cubic inch out of this mill than anything else 
you can lay your hands on this side of the British and Italian 
sports car factories. 

Here’s how... 
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HOT ONE 


FIRST THINGS FIRST 

Before we go any further, take note that the Chevrolet V8 
must not be considered a “big, high-torque Detroit engine.” 
So many sports car enthusiasts, used to thinking in terms of 
one to three liters, look upon all American V-8’s as big, 
hairy iron with enough low-end torque to pull the skin off 
an elephant. The Chev is not in this category. Cubic inches 
are the prime factor in low-end flexibility and peak torque 
—and the Chev just doesn’t have ’em, Even when bored and 
stroked near the practical limit—around 320 cubic inches, it 
isn’t big by Detroit standards. So it might be good to try to 
picture the Chev V-8 somewhere in between a 350 cubic 
inch Detroiter and a two-liter European sports engine. In 
other words, we can profitably increase displacement with 
an eye to improving torque and flexibility, but we’re never 
going to get a “top gear” powerplant. Modifications aimed 
at utilizing the high rpm potential to develop horsepower 
will pay off more. 

By the same token, this engine is always going to want 
use of the gear lever. A good “bread and butter” rev range 
for quick road travel is 3500 to 5500 rpm. With proper 
modifications the 4500 to 6500 range can be used for com- 
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Polishing Chev chambers and lightening valves is 
worthwhile. These intakes are stock, while exhausts 
were recut to take 1.625 inch valves. 


Exhaust ports can be hogged way out. These were once 
square! Valve guide bosses are kept healthy, for 
stem protection, Allen cap screws hold manifold down. 


McGurk’s special 
Chev valve springs 
give 260 pounds 
pressure with valve 


fully open. 





S All-out versions usually justify added cost of roller cam 


kit. Weber set is distinguished by slot-type tappet 


| location. Broad lobes don’t always mean wild timing. 


petition—and this can be extended under some conditions. 
All this means that items like head reworking, plentiful 
carburetion, hot cams, light valve gear with proper spring 
tension, ete. will probably give more results per dollar than 
boring and stroking. 

Let’s look over these categories in more detail: 


BORING AND STROKING 


The '55 to ’56 block, with 334 inch bore, can be safely 
overbored a maximum of 14 inch. The ’57 block, with 374 
inch bore has been recored to give, in effect, thicker cylinder 
walls (with the same bore center-to-center distance) . How- 
ever, the new walls are not quite so thick, so about .100 of an 
inch would probably be a safer maximum overbore. A block 
with very little foundry core shift can be bored to four inches. 


Pistons for these large oversizes are widely available from a 
number of California supply houses—Speedomotive, Turner, 
J. E.. McGurk, Venolia—and can be had for almost any 
desired stroke length. These can be ordered as heavy-duty 
racing pistons, with wide, noisy clearances and some addji- 
tional oil pumping, or as a milder, less-expensive road type. 
You should consider “pop-up” domes as a simple, fool-proof 











Credit for rev-readiness is often given to light, 
simple stamped rockers. Double valve springs, rated 
at 200 pounds, are final touch. Ports are smooth. 





Best carb setup for Chev so far is Edelbrock’s 180 
degree triple-twin-throat manifold. New progressive 
throttle linkage keeps it tractable on the street. 





way of increasing compression ratio without the problem of 
head milling. Most of the piston manufacturers will put 
domes on your pistons for any desired compression, and they 
will also fly-cut for proper valve clearance. Be sure to specify 
bore and stroke, type of cam, etc. Prices for a set of these 
special pistons, including rings and fitted pins, generally run 
from $60 to $100. 

Stroking, as you know, is the practice of building up the 
crankpins by arc welding and then grinding them back down 
to size on a center that is offset away from the crank axis 
a distance of one-half the desired stroke increase. About the 
only limit to the stroke length obtainable this way is inter- 
ference between con rods and cylinder walls (though some 
engines will foul cam lobes). Chev V-8’s have been stroked 
4% inch, though 14 inch is more usual. A stroke increase of 
.22 inch in conjunction with a 37 inch bore will give 304 
cubic inches up to the limit of Class C modified. The '56 
Sebring modified Corvette had a .25 inch stroke to put it in 
Class B (307 cubic inches) . The crankshaft companies like 
Ansen, C. & T., etc. usually sell a stroked crank as part of a 
complete kit, including pistons, rings, pins, con rods, and 
bearings. The whole assembly is carefully balanced before 
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If you don’t trust those stampings and studs, this 
shaft kit with cast magnesium rockers might be the 
answer. Thomas makes it, to bolt into old stud holes. 


Rods can be lightened with care and polished. 
Domed section on full-skirt JE piston raises 
compression, while “eyebrows” clear valves. 


CHEVROLET CAMS 
1956 FACTORY 


INTAKE EXHAUST 

CAM BTC ABC LIFT BBC ATC LIFT 
Standard: ....5... 18.0 54.0 .334 52.0 20.0 334 
Powerglide ...... 26.5 63.5 .373 66.5 23.5 -373 
Powerpack ...... 31.7 92.5 -396 69.6 37.0 -396 
Corvette ........ 21.5 62.5 -404 62.5 23.5 -414 
ISKENDERIAN ; 
er ee 12 54 -385 52 14 -385 
_| aes ee 20 60 -400 58 22 -400 
SS ere 18 58 -410 56 20 -410 
#2 rn 65 -410 64 27 -410 


shipment. This seems to be the best, most reliable way to go 
bigger—that is, bore a moderate amount and get the full 
stroker kit. Prices are steep—$300 or over for the works—but 
torque increases are very gratifying. Also, the balance job 
is a must for high rpm. 


HEAD REWORKING 


You can go shallow or deep into this job. The Chev V-8 
already has generous valve sizes in relation to its displace- 
ment, so doesn’t respond to diameter increases as well as 
some engines. Intakes are 1.72 inches head diameter, and 
exhausts run 1.50 inch. One simple trick that will help, 
though, is to enlarge the port diameter under the valve. 
Production engines have valve seats over 14 inch wide (a 
lot wider than is needed to seal the cylinder) to allow for 
machining errors and core shift. It’s easy to sink a 70 degree 
reamer down into the port, using the valve stem bore as a 
pilot, to open up the port diameter until the seat is reduced 
to a width of around .050 inch (around the outside edge) . 
You can bring the seat out still closer to the valve edge by 
grinding the seat itse]f with a 45 degree stone (also piloted 
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One of goingest Chevs around, the Carstens HWM engine 
was dyno-tuned and fully equipped at Edelbrock’s shop. 










Factory “Ramjet” fuel injection is more for publicity 
than power. Nozzles are long way from ports, and act as 
small carbs at idling. Fuel metering is accurate. 


in the stem bore) , and then opening up the port still mor 
with the 70 degree reamer. These cuts must then be blended 
into the head surface and port passage with a hand grinder. 
If desired, you can also turn some stock off the under side 
of the valve heads to take full advantage of the narrowet 
seats (see drawing) . 

It is possible to get 14 inch larger intake and exhaus 
valves into this combustion chamber. The modified Corvettt 
with which Arkus-Duntov cracked 150 mph at Daytona 3 
year ago had 14 inch oversize intakes and exhausts made by 
Thompson Products. These special valves are not available 
for general distribution, so most of the boys use 1.88 inch 
intakes from ’53 and later Chevrolet Powerglide six-cylinder 
engines. This has the same stem diameter (.3419 inch with 
.0019 clearance) and can be adapted by shortening to the 
length of the V-8 valve. Regroove it to accept stock spring 
keepers, and reharden the valve stem tip after cutting off. 
These valves have a 30 degree seat angle, so the outside 
diameter of the seat must be enlarged to about 1.85 ind 
with a 30 degree stone and then the port bored out with the 
70 degree reamer to bring the seat width close to .050 inch 
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Complete McGurk stroker kit gtves 306 cubic inches, 
retails for $300, Fully balanced, of course. 


High dome and deep valve cutaways are cast into 
special McGurk piston for big-bore Corvette. 
Resulting ratio of full-skirt slug is 10/1. 


Exhaust valve diameter can be increased to 154 inch by using 
late Lincoln V-8 valves; these have a compatible stem diam- 
eter (.3414 inch with .0024 clearance) and can be adapted 
by shortening and regrooving as above. 

And don’t forget to clean up the rough port surfaces with 
ahand grinder. Port walls are pretty thin on the Chev engine, 
%0 don’t go too deep. The stock section areas are good 
anyway, and the goal should be a constant area. The later 
56 Corvette engines came through with cast-larger ports, 
achieved by modifying foundry coring. If you have to buy a 
set of heads, look for these. Even if you don’t want to go 
to the effort of doing a thorough porting job, it’s always a 
good idea at least to match the ports in heads and manifolds. 

Then there’s the matter of head milling. The Chev heads 
don’t have the meat in them that some have. A cut of .090 
inch should be considered the absolute maximum. This will 
raise compression about 114 ratios. A mill of more than 
about .060 inch on '55 heads and .020 inch on ’56 Corvettes 
will cut into the valve seats and cause piston-valve inter- 
ference, so the seats must be recessed for the very deep mill 
job. Again, pop-up pistons are the answer. A cut of .060 


306-inch engine on McGurk’s dyno had works, showed 
298 bhp at 5500. In sedan it turned 102 at drags! 


Hedman “Hedders’” for Chev are clean and well- 
designed. They’re particularly good with 
pre-1956 cylinder heads. 


ae ee ° 


inch on the '55’s will raise compression ratio one point, 
which is usually all you can handle. When doing any head 
milling on the Chev engine always check for piston-valve 
interference since it occurs readily and will vary with cam 
rates and lift. Most of the Corvette V-8 pistons, including 
the factory SR slugs for use with the Duntov cam, are fly-cut 
notched on the heads for valve clearance. They usually have 
small shoulders cast on the underside of the piston heads to 
allow somewhat deeper cuts if needed. Possibly the neatest 
way to increase the compression of a ’56 Corvette engine is 
to bore 14 inch and use stock pistons. This would give 283 
cubic inches and a compression ratio of 10 to 1. Similarly, 
the 9.1/1 ’56 heads give a 9.5 ratio when clamped on the 
’57. block. 

I don’t recommend ratios much above this for the Chev 
V-8 on 96-98 octane premium pump gas. Its octane require- 
ment .in relation to compression ratio is not the lowest in 
the industry. A lot of fellows who have tried to use 11/1 for 
the street, as many are doing with other V-8’s, were sorry. 
The '57 fuel injection jobs are able to use more Compression 
because of the more even fuel distribution between cylinders. 


(Continued on page 56) 
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The AJB Formula I engine (21 liters). The projecting 
chromium-plated tubes are covers for the torsion-bar 
valve “springs”. Note induction-tuned intake. 





























as refreshing news that one man is setting out to 

snow the motor racing world that a new type of 
competition engine can be designed and built—with a 
likelihood of racing success. This is no new “flash in the 
pan”, but the result of over five years experiment. 

Archie Butterworth, man behind the project, is Irish 
by birth. With a pointed beard and a French beret perched 
precariously over his left ear, he looks the real eccentric, 
but is in fact a thoroughly practical engineer with a wealth 
of theoretical knowledge and the ability to drive a car 
fast—as his racing successes prove. 

The armored fighting, vehicle research depot where 
Archie was based during the war was a “natural” for the 
discussion of advanced ideas on internal combustion engine 
design by some of the finest technical brains in the country. 
Many of these men had served their “apprenticeships” 
with racing cars in pre-World War II days at Brooklands, 
Donington and on the European Continent. During one 
of these wartime discussions with Rex Sewell, one-time 
member of the old Bentley design staff, Archie’s idea of 
the “swing-valve” for four-stroke engines was born. The 
other “bee in his bonnet” was the desirability of air- 
cooling for engines. He couldn’t see the reason for trans- 
porting a radiator, heavy castings and a quantity of water 
around when experience with aircraft and other power- 
units suggested that equal, or even higher efficiency, can 
be gained without them. 

The end of the war gave Archie his opportunity to 
build his first racing engine. Vast quantities of war ma- 
terial were being disposed of at prices that represented 
a fraction of their original cost. Among the disposal stocks 
was a quantity of German “Snowagen” engines, in which 
Archie could see great possibilities. The engines, built 
by Steyr, were air-cooled 3.6 litre V8’s with a power output 
of around 85 bhp. 

Archie had long expounded the theory that ultra-high 
power outputs did not necessarily spell race wins. He 
opined that impressive torque figures synonymous with 
rapid acceleration were more instrumental in putting the 
car in the money. He still adheres to this sound theory; but, 
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i these days of giant production amalgamations it comes 
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by ALBERT DOUGLAS 


even so, it wasn’t long before the Steyr V8 was developing 
the respectable figure of 280 bhp. This was comparable 
with the unblown Talbots, but below the 350 and up of 
Ferrari and Alfa-Romeo. 

With typical cunning, and always with a view to keeping 
down first cost, Archie used many Jeep chassis and trans 
mission parts for the four-wheel-drive “S2”, as the machine 
was designated. It earned the Butterworth equipe innumer 
able “Fastest Times of the Day” all over the British Isles 
$2 might easily have been the reason for this story ending 
very abruptly, for in 1951 it crashed heavily at over % 
mph while competing in the famous Shelsley Walsh hill 
climb. Archie was thrown out of the car and for a brief 
moment thought he was going to get away with it, but he 
plummeted down and broke eight ribs on S2’s unyielding 
bodywork. 

The Steyr engine had served its purpose. A lot of dat 
had been collected and Archie was now certain that ait 
cooling was right for high efficiency power units. He had 
also learned that Steyr connecting-rods were not robus 
enough for such high outputs. At Weston-Super-Mare he 
had made fastest time of the day even after a rod had gont 
through the side of the crankcase 200 yards from the 
finish line! ; 

To eliminate this frustrating and expensive weakness 
better balanced, horizontally-opposed layout was choset 
for the new four-cylinder new engine. Conventional pup 
pet valves were used to get the engine basis right befor 
experiments were started with the new swing-valve sy 
tem. Although two of these engines were sold to private 
owners, in whose hands they went extremely fast on occ 
sions, they were regarded by Archie as mobile test-beds fo 
the ultimate swing-valve engine. 


Briefly, the swing-valve system eliminates the convel- 
tional inlet valve and guide. The mixture is admitted by: 
valve with a poppet-type head attached to a “rocker”, whid 
is a form of bell-crank. This bell-crank is operated by } 
short 14 ounce pushrod from a crankcase-mounted call 
shaft and swings the valve head wide open during the it 
take period. Gas is thus admitted to the combustion-chat 
ber through a virtually unobstructed inlet port. The sy 
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Combustion chamber of this one barrel test-rig 
has been opened up for visual scrutiny. Swing valve 
can be seen lifted off seat. Inlet is almost unrestricted. 
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sles = Smaller 1500 cc version of the new Butterworth 

ling engine incorporates the latest improvements including 

r Of twin magneto ignition. Formula II chances are good. 

hill: 

orielf§ tem is employed on the intake side only, as Archie feels that 

it he extraction of spent exhaust gases presents no problem, but 

ding® that it’s the filling of the combustion-chambers at high 

speeds that is the key to great power. 

dati First of all, a 500 cc “single” was built (this being a 

ait quarter of the full-size two-litre four-cylinder engine) , and 
half running on alcohol fuel with a compression ratio of 12 to 1 

bus it developed 47 bhp with reliability—nearly 100 bhp per 

e ht® litre. When it became known that the new I (This com- 

gont® menced on January 1, 1954) was to be for supercharged 
the 750 cc units or for 214 litre unblown engines, Archie turned 

to a larger size and increased the volume of the test single- 

nes§ cylinder engine to 600 cc. It wasn’t long before that little 

10sel® power pack was turning out 55 bhp at 7500 rpm on a com- 
pup— pression ratio of 13.7 to 1. Weight of this interesting mill 

efort® isa mere 78 pounds. 

> sys§ During this period the valve springs suffered from surge 

rivatt® at speeds over 6000 rpm, so Archie produced a set of small 
occ § torsion bars which took the place of the conventional 

is fo— springs and eliminated the trouble. Another unusual fea- 


ture of all the swing-valve engines is the absence of cotter 
nver Pins. Archie’s system is to tighten every nut, including big- 
| byage nds, with a calibrated torsion wrench to a figure calculated 
whid "om individual thread strains, The nuts have always stayed 
by ag “cure under the worst conditions. 

cane The first 214 litre swing-valve Formula I engine was as- 
he ing *mbled in 1954 and the long series of tests was begun. 
cham [hese still continue and are showing the utmost promise, 
e sy but in order to be in early on the 1957 Formula II (un- 































Left: piston recessed to take two different valves. 
Center: Con rod made of Rolls Royce light alloy. 
Right: One-piece swing valve and rocker shaft. 


supercharged 11% litre engines running on 100 octane fuel) 
Archie has produced a 11% litre variant of the FI engine 
using many of the larger engine’s components, This in- 
sured an almost unburstable design. 

The 114 litre unit is the same as the FI engine except for 
such details as bore and stroke dimensions. Twin magnetos 
and two spark plugs per cylinder are also fitted on the 
smaller engine. The twin mags will probably be included 
later in the specification of the larger unit. 

The crankcase, which is split longitudinally, is of RR250, 
a Rolls-Royce alloy specially developed for gas-turbine ap- 
plication. This is the first time the alloy has been used 
for anything other than turbine use. 

Attached to the robust crankcase are four horizontally- 
opposed, light-alloy air-cooled cylinders with heavily-finned 
cylinder-heads, also of RR250 alloy. Bore of the cylinders 
is 76 mm, while the stroke is 8214 mm (FI engine is 96 mm 
by 8214 mm). The massive crankshaft runs in three lead- 
indium bearings of the shell type, each with a diameter of 
21% inches. Big end bearings are of the same type and ma- 
terial but are 2% inches in diameter. 

Archie obviously intends to avoid the’ connecting-rod 
breakages suffered with $2. The conrods on the swing-valve 
engines are unbreakable-looking, beautifully made and 
finished from another Rolls-Royce alloy, RR56. Wrist pin 
diameter is 14. of an inch. 

Twin camshafts are mounted high up in the crankcase 
where they actuate short pushrods for each bank of cylin- 
ders. The swing intake valves are made of 100-ton air- 
hardening chrome molybdenum steel with 1%, inch diam- 
eter heads. The conventional poppet exhaust valves are of 
KE 965 steel with sodium-filled stems. 

The AJB power-units appear to have wet-sump lubrica- 
tion, but actually, the dry-sump tank is positioned below 
the crankcase like a normal sump and holds two gallons of 
lubricant. Under test conditions with a small oil radiator, 
the oil temperature seldom goes above 70 degrees Centi- 
grade, 

First tests for the 114 litre engine were made with a 
single-cylinder swing-value unit of 375 cc (quarter-size of 
the full four-cylinder unit) and this produced 32 bhp at 
6100 rpm with reliability. Next step was to build a full-size 
unit and on its initial trials this produced 120 bhp at 5750 
rpm. Compression ratio is 9.5 to 1 with 100 octane fuel. For 
an engine weighing only 225 pounds, these are exceptional 
figures, particularly when it is realized that no radiator or 
water will be needed on the car in which it will ultimately 
be installed. Even with these promising figures, Archie still 
feels that torque is the most important factor in current 
racing. It’s hardly surprising, then, to find that the 114 litre 
AJB has a peak torque of 116 lb-ft at 5000 rpm, and a brake 
mean effective pressure of 193 lbs. per square inch at the 
same revs. These again are exceptional figures for a small- 
capacity engine, and they should produce noteworthy per- 
formance in a modern lightweight sports/racing or Formula 
II car. 
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chnical Report: 





HE Porsche Spyder is a fantastic machine. It ‘is fast 

and fiercely powerful, one of the most successful com- 

petition sports cars in history, and it has a personality 
no less complex than Dr. Jekyll’s. At brisk highway speeds 
it is very easy to drive, docile, perfectly manageable, superbly 
responsive. It is even an easy car to drive “fairly” fast, the 
way Ken Miles and Richie Ginther have driven it in a long 
series of spectacular 1500-cc-modified wins. But to drive it 
really fast, as fast as it’s able to go—this is work for a driving 
genius—for a man, as Miles puts it, “with extraordinarily 
quick reactions and an exceedingly delicate bottom.” Says 
Miles: “I’m just not that much of a driver.” 

At the same time, there is nothing in the car’s character 
that makes it inappropriate for use as a round-town hack. 
It has enough street equipment to satisfy the least austere 
sports car fan: top, windshield, trafficators, speedometer, 
windshield wipers, everything but R, H and OD, as they 
say in the used-car ads, and there’s nothing to keep you 
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By GRIFF BORGESON 
with KEN MILES 
& RICHIE GINTHER 





Photos by Don Typond 


from having radio and heater installed. Miles has a Spyder 
that he uses daily in L. A. traffic, and he says, “Why not? 
Set up for town driving, with soft plugs and the right jets, 
it’s a joy to drive—comfortable, roomy, and it goes like a 
bullet from a gun when you open the tap.” 

I can vouch for part of his description—the last part. But 
SCI’s test car, Richie Ginther’s hurtling number 211, was 
hardly in street tune. The hard plugs were still in it from 
Palm Springs. The 14 inch bored out intake ports and the 
whopping dual-throat Webers, mounted in place of the 
standard Solex carbs, reduced low-rpm fuel-air velocity to 
a near minimum. In the interest of better weight distribu- 
tion, Ginther had gutted the cockpit and moved the spare 
tire and wheel in from their normal position aft of the 
engine. Sharing the passenger side with these impedimenta 
made the word “roomy” no longer accurate. With the big 
red numbers on the side, Ginther’s Spyder didn’t even look 
like a street machine. And there was, of course, the exhaust. 
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Richie Ginther bends the Spyder through some tight turns on 
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Spyder engine coupled to transmission and final 
drive unit. Dual throat Webers used on Ginther’s 
car are optional in place of Solexes. 


In stock form the Spyder is fitted with expansion chambers 
in the forked exhaust pipes and a perforated can in the 
single tailpipe, and it’s a reasonably quiet machine. But 
with a set of large diameter, straight-through pipes the 
sound is shattering. A single 4000-rpm blip on the throttle 
and you expect to see cracks spreading in nearby concrete 
walls, The exhaust note starts as a resonant, thundering 
hammer and builds to that indescribable ripping-canvas 
scream that can come only from a barrel chested 7500 rpm. 

It was in this inconspicuous fashion that Ginther and I 
took off through Hollywood in heavy morning traffic, in an 
aura of fragrant Castrol fumes. To reach the coast in order 
to bear north we had to pass through Beverly Hills, a town 
that takes pride in the strict enforcement of its anti-noise 
laws. It’s a handsome tribute to car and driver that we ran 
the gauntlet without accident. The Spyder engine stroked 
along docilely at 1500 rpm in top gear! In spite of its steep 
power and torque curves it felt enormously strong at low 





the test course used by SCI. 





























Ignition layout. Two spark plugs fired 
simultaneously eliminate chances of misfire 
and ignite fuel from both ends of chamber. 


revs, strong enough to make other 1500 cc road machines 
seem feeble by comparison. 

Once we hit the back country, though, we could give the 
beast its head. The first maneuver was to take it through 
the first three cogs up to 7500 rpm, to clean out the residues 
of an hour’s poking through traffic. The savage, lunging 
character of the car under full throttle is unforgettable. 
Up to about 5000 rpm it feels like one of the thrustiest 
machines you’ve ever driven, but then the cams hit their 
stride and the power really comes on. The most useful 
power range is concentrated in a narrow band between 
about 6000 and 7000 rpm. 

“It’s hard,” said Ginther, “for a guy getting out of a 
pushrod Porsche to learn to keep the revs up. In a normal 
Porsche you get up to 5500 and the valves bounce. A push- 
rod man in a Spyder invariably feels that he’s starting to 
wind the engine pretty tight long before he gets there. This 
car is geared for about 125 mph at 7500, and I turn to 
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TEST CONDITIONS: Drag at 10 mph 


Number aboard . Drag at 60 mph 
Top position 


Temperature 6°F SPEEDOMETER CORRECTION: 
TOP SPEED: 


Two-way average 
Fastest one-way run 


ACCELERATION: 


From zero to 


FUEL CONSUMPTION: 


Hard driving 18.5 mpg during entire test. 


BRAKING EFFICIENCY: Summation — zero fade. 


SPECIFICATIONS 
Mph 


Ks POWER UNIT: 
41 


Four-cylinder opposed, air-cooled. 
58 Valve Arrangement Vee-inclined valves, d.o.h.c 


75 Bore & Stroke (Engl. & Met.)...3.35 x 2.60 ins; 85 x 66 mm. 























PORSCHE SPYDER «like a bullet when you open the tap.”} 














Meke/Bere Matie ......i0.0.00. 0.78 to one, 
Displacement (Engl. & Met.).....91.4 cu. ins; 1498 ce. 
Compression Ratio 12.0 to one. 

Carburetion by Two dual-throat Webers. 
Bs fee ree 130 @ 7000 (approx.). 
CRESS Sa ere se 1500 rpm. 


CHASSIS: 
Wheelbase 
Front Tread 
Rear Tread 
Suspension, front 


82.7 ins. 


fully adjustable. 

Transverse torsion bars (solid), 
fully adjustable. 

Telescopic double acting; 
one per wheel. 


ZF-Gemmer Worm and Ball. 

ATE hydraulic; two leading 
shoes front. 

165 sq. ins. 

F500 x 16; R525 x 16. 


Suspension, rear 
Shock absorbers 
Steering type 
Brake type 


Brake lining area 
Tire size 


GENERAL: 


141.75 ins. 
61.0 ins. 
40.0 ins. 


Transverse torsion bars (laminated), 


Weight, test car 

Weight distribution, F/R 

Weight distribution, F/R, 
with driver 

Fuel capacity 


1480 Ibs. (full fuel tank). 
48.6/51.4 


49.1/50.9 
17.2 U.S. gallons. 


RATING FACTORS: 


oe De ne eee 
Bhp per sq. in. piston area 
Pounds per bhp, test car 
Piston speed @ 60 mph ......... 
Piston speed @ max bhp .......3033 fpm. 
Brake lining area per ton, 
test car 


TRANSMISSION DATA 


Mph per Mph Max 
Trans. Tooth Overall 1000 @ Max Test Equals Equals 
Gear Ratio Comb. Ratio Rpm bhp Speed Rpm Ft./Min. 


I 2.54 13/33 12.34 6.3 44 47 7500 3250 
II 1.76 17/30 8.55 9.1 64 68 7500 3250 
Ill 1.23 22/27 5.98 13.0 91 97 7500 3250 
IV 0.96 25/24 4.67 16.6 116 129.6 7800 3380 
Final drive ratio, test car ......... 4.86; 7/34 

Other available final drive ratio. ..4.43; 7/31 

Axle torque taken by Radius. arms. 
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Richie Ginther gives Stu Hilborn the lowdown on the 
big downdraft Webers. Stressed sheet housings over 
rear shocks supplement original big-tube supports. 
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ABOVE: Twin plugs are angled and widely spaced, 
ensure complete combustion. They're placed near 
valves and seats, to minimize local hot-spotting. Ports 
are big, but more important, their sectional area is 
constant throughout. Shaft drive to cams can be seen 
| at top. 

BELOW: Deep bevels in healthy piston crowns pro- 
vide clearance for misbehaving valves. Cylinder finning 
is symmetrical as possible to prevent uneven expansion 
of bore. Pump and connections for dry-sump oil system 
are at lower right. Cam drive leaves sump at center. 
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Though it’s strictly for go, as shown by the drilled 
.pedal arms and exposed frame tubes, the Spyder has a 
road-car finish This one has directional signals! 


7800 regularly. At Palm Springs I tried to keep it above 
5500 coming out of all the corners. There’s a 4200 f 
straight-away on the course, and if I came out onto it clean 
and fast at about 80, I turned a good 8000 rpm before I had 
to shut off. We know we can turn 8200 without valve gear 
trouble, and even at this figure piston speed is no problem.” 

Learning to drive by the tach and ignore the scream of 
the d.o. engine may be tough, but it’s childishly simple 
compared with taking the car around a race course at some 
thing approaching its limits of adhesion. 

-“The Spyder,” Miles says, “isn’t like, say, a Maserati 150) 
—a car that anyone can get into and drive right on the rag 
ged edge. With an ordinary car, when you're cornering fas 
there’s a point where the car is perfectly stable, a point 
where the car is gone, and a substantial transition point, 
where you know it’s starting to go and can do something 
about it. With the Spyder it happens now. A fairly gooé 
driver has no trouble taking it up to the point where it’ 
nearly gone—but the brilliant driver, the genius, can add 
5 mph to the cornering speed beyond that point. I’m refer 
ring here to a Kling or a Moss, not to myself.” 

You’d never, of course, discover limits on the road. At 
speed you can’t even detect that the Spyder has a swing 
axle. It rides dead-flat and stays glued during terribly fas 
cornering. In a 30 mile ride over twisting mountain road 
in Ginther’s car, I noticed no sign of that usual “Porsche 
characteristic’—the slippery rear end. There’s a lot les 
change of track in the Spyder than in the ordinary Porsche 
Its very considerable negative camber brings the pivot poill! 
of the swing axle closer to the road. A line drawn through 
the point of tire contact with the road is more_neatl 
parallel with the road, so that the contact points move mote 
nearly straight up and down. 


You do notice the swing axle on a fast corner with a 
uneven surface, where you get great side forces combined 
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Oil tank is fitted with filler, vent, temperature 
pickup and connections to engine and front-mounted 
radiator. It’s held by a felt-lined steel strap. 


Ken Miles feels the Spyder is a fine street machine, 
i and is setting out to prove it. Single screen, twin 
rear view mirrors and fast-open oil cap reveal reality. 


ove 

) fi with a lot of wheel movement. This, added to the fact that 
leanf]. the front suspension flexes a lot under these circumstances, 
hadf makes the car a hell of a handful on a fast, bumpy course. 
geal, The unsprung weight in the rear is fairly high relative to cen 


-m."§ the weight of the car; it includes the big axle tubes, brake Valve fingers pivot on spherical surfaces, are retained on 


n off drums and radius arms. Among the effects of all the weight vertical rod by small spring and bracket at right. Valves, 
oe a . ‘ ns P ie ’ sa . eee ‘ . ‘ 
nple™ is a good deal of rear wheel patter when you're braking springs, shims, retainer and cotters, and cam are here. 


ome) hard on rough surfaces. A lot of this has been eliminated 
| in the new space-frame Spyder. The frame is a much stiffer 


1500 structure, which helps the front suspension, and the rear Still housed in the Volkswagen case, the Spyder gearbox 
ra suspension always has negative camber. offers a wide ratio choice and wrapping-ring synchro. 
faif} Of the Spyder’s handling qualities Ginther has this to A ZF differential is fitted here, has been no trouble. 


oint® Say: “The fastest way around a slow hairpin turn is a mat- 
oint,® ter of driver opinion. But on any fast turn the straightest, 
hing® smoothest line is the fastest way. You can put a man in it 
gol Who can dirt-track all over the course, but a straight-line 
e its Man like Miles will drive right by him and not even look 
addy fast. 
efer— “If the Spyder’s tail comes loose you can just leave it 
hanging out. You won’t go as fast as when it’s behind you, 
|. Ag and I know that for sure. But you'll ‘get into no trouble, 
wingf 2d you can ignore it—which you'd better not do in the 
: fat § 1600 Speedster. Once the front and rear wheels start sliding, 
roads & though, you're in a different situation. You have to antici- 
rsche § Pate how much room you have left, how much of it you're er ee 
Jes S°'Ng to use, and manipulate throttle and steering accord- ay ae 
sche ingly.” rete a Pat AE 
point The Spyder’s steering is as light as they come. The brake aE pr ee Ba 
ough § pedal and clutch pedal pressure are light—very light. Throt- 
early J “le response is good, particularly when you approach the 
mor § *Mgine’s peak-power operating range. There’s nothing to 
changing gears; you shift with a true flick of the wrist. All 
th an the pedals are wide-spaced, and there’s no doubt about 
bined Which foot is on what. The ride is soft. There is no high- 





(Continued on page 60) 




















RIGHT: Mechanics push lat- 
est BRM away from Monza 
pit, with Tony Brooks at the 
wheel. Deep cockpit cowling 
is major exterior change. 
BELOW: At fall Monza tests, 
(L to R) designer Berthon, 
driver Brooks, a mechanic and 
promoter Mays scrutinize the 
BRM. A transverse leaf has re- 
placed the Lockheed air-oil 
struts at the rear. 


VER SEVEN years ago the powerful British motorim 
press was shouting to the world that the Britt 
Racing Motors Grand Prix car was to be the ult 

mate in G. P. design. They published all sorts of graphi 
proving on paper that the 114 litre supercharged V-lif 
would whip any existing machine, and that the V-16 desig 
was far superior to German and Italian engine layouts. 

This display of enthusiasm was not without good reasot! 
the “old” BRM was indeed a fine machine — on _papet 
Even the usually unexcitable Griff Borgeson, writing abou! 
the BRM shortly after it was released to the Press said 
“By 1951 it should either blow up or be supreme.” If the 
builders of the car had been backed as intelligently as it 
European competition, the entire history of post-war G. ? 
racing might well have been painted in British green it 
stead of Italian red. 

The conception of an all-British Grand Prix car was! 
dream concocted by Raymond Mays, who began his chat 
pionship career during the ’20s in racing and hill climbing 
events. Mays, and a very able engineer named Pett 
Berthon, designed and produced the successful pre-wil 
ERA racing machines. Together they began technical ¢ 
velopment of the BRM in 1939, designing a pilot mode 
which was constructed by Automobile Development, Ltt 
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During the past season the 
BRM was known as the 
fastest accelerating GP car 
in the business—for the 
first 10 laps. New goal: the 
full Grand Prix distance. 


By BOB ROLOFSON 





Early version of the BRM four-barrel had modest 
exhaust manifolding. Big-bore Webers and twin 
ignition were fitted. Detail finish is very good. 


a non-profit organization with headquarters at Bourne. 

In February of 1947, the British Motor Racing Research 
Trust was formed for the purpose of financing and con- 
trolling the venture. Some 160 automotive component com- 
panies were subscribers to the Trust, some part of which 
was contributed in cash, and some in gifts of materials and 
labor. The Trust Committee was made up of representatives 
from the largest companies supporting the venture. 

The aim of the organization was presented as follows: 
“To construct a team of three 1500 cc racing cars embody- 
ing the latest developments in engine, chassis accessory 
design. To race the team of cars in Britain and abroad at 
all times in such a way as to promote national prestige and 
to demonstrate the quality of British engineering as a 
whole. To co-operate technically with manufacturers and 
to conduct all forms of tests, research and developments 
in the wide field available. To enable experiment and 
research, hitherto conducted principally in the laboratory, 
to be carried into the field of practice. To completing all 
the data essential to the furtherance of general research.” 

The Trust had a total of £150,000 ($420,000) in cash 
and material, but no regular income, and at times it was 
doubtful if they could pay their weekly payroll. While this 
might be considered quite a pile of gold, it dwindles to 











Air-strut springing was used on early cars. 
Fuel tank was rubber-mounted at three 
points, and air ducted to single rear disc. 





Peter Collins tried early version at 
Silverstone, wasn’t happy with handling. 


non coed cy 
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Latest twisted tuned exhausts are BRM trademark. As 
before, they’re bolted to frame and telescope-jointed 
at ports. Four has been shifted forward slightly. 


nothing when you consider that a good part of the cash 
had to be invested in buildings, equipment, supplies and 
payrolls. 

The final stage in their search for funds was the forma- 
tion of the British Motor Racing Association, which asked 
support of the motoring public in general, offering member- 
ship (£1) and associate membership (5s) with badges. This 
appeal to the public was based on the fact that the BRM, if 
successful, would be a vital weapon for British propaganda, 
linked inseparably with the country’s export program. 

This appeal, plus the fact that the British are rabid auto 
racing fans, brought the development of the car to the at- 
tention of the national press, which in turn pressured the 
builder into releasing the BRM before it was ready. Adding 
to this pressure was rumor of strife in the Trust, with secret 
deals being made to exploit the lack of funds, and to bring 
the project under the control of one of the more powerful 
contributing companies. 

Victim of freak press promotion, improperly organized 
finances, and too many masters, the Trust died a sudden 
death in October, 1952. The assets of BRM (for which six 
bids were made) were purchased by Rubery Owen & Com- 
pany, Ltd., well-known manufacturers of automotive com- 


(Continued on page 62) 
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ROAD TEST: 


The Austin Healey 100-G 








SCI’s Tech Editor wheels Healey into a 45 mph test right-angle corner. 
Front and rear suspensions are equally depressed, and exhaust system is 
nearing road surface. Ribbed tonneau cover stays flat in any wind. 


UR prized salt flats are now being besieged annually 
by Donald Healey and a crew of trained men and 
tuned machines, In 1956, Healey realized his ambi- 

tion of 200.miles per hour with a blown Bonneville-style 
streamliner, and as_an added attraction he brought along 
a handsome. Monza-nosed version of the standard 100 road- 
ster. Big news was under the hoods of both cars, in the shape 
of the BMC six-cylinder C-Type engine. This had been 
around for over a year, and was long overdue to replace the 
outdated four-banger that was an inheritance from the ill- 
fated A90 Atlantic Austin. 

The production version of this prototype includes the new 
engine and a host of other refinements, but doesn’t have the 
rakish snout of the record-breaker. We hope they can make 
this a practical proposition for future editions. As it stands, 
the Austin-Healey 100-6 for 1957 has acquired a more forceful 
air as a result of some heavy face-lifting, and the front end 
and convertible top have a wholly new character. 

Technically, BMC has taken this opportunity to update 
many details and include advances in braking and heating 
made by their suppliers, Girling and Smiths. These are 
welcome, as is the revision in space allotment at the rear 
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of the car, but that smooth new six makes it feel like an 
entirely different car. There’s a smooth steam-engine surge 
in any and all gears, even in overdrive top, the instant the 
tap is opened. The six has three pound-feet less torque and 
a dozen more horses at the top end, while weight is up by 
about 200 pounds. As might be expected, the four has more 
punch below sixty, but is way behind the six from seventy up. 

Results are roughly the same, but the new car feels much 
hotter all through the acceleration range. This is no doubt 
due in part to the smoothness of the six, which digs in with 
a solid pull instead of a series of bangs. It has no flat spots 
or awkward moments, and is vibration-free up to and past 
the 4800 rpm redline. Our test car, supplied by Hambro 
Automotive Corporation, couldn’t be considered fully 
broken-in so there’s probably still more in store under the 
hood. As a cruising hill-climber it was excellent, and felt 
like a lot more than 160 inches. One particular hill in SCT’ 
test area has a gradient of over 15 percent, and the 1004 
needed only a shade over half throttle to amble up the slopt 
at a steady 40 mph in direct .ourth gear. 

In more menial ways it satisfies too, and it starts at once 
from very cold if the under-dash choke is pulled out to its 
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Photographs by Don Typond 


Rear seats are clever, hold kids 
firmly and comfortably. Improved 
interior detailing includes dash 
heater control and cowl padding. 


cond position. When the 175 degree running temperature 
is reached it idles steadily and unobtrusively. This temper- 
ature was exceeded only during the rugged acceleration- 
braking test, and then only by 20 degrees. Unlike most of 
the Healey four-bangers, the engine could always be turned 
of with the ignition key instead of the clutch. 

The six responds well when the throttle is tromped, though 
ifault in the linkage of our test car produced about an 
inch of initial motion during which nothing happened. Deal- 
ts should keep an eye on the linkage supports and pivots. 
Under full bore the twin dry air cleaners can be heard sucking 
way, and the exhaust note is a muffled hum. As the revs 
weep up by 3500 rpm it rounds out into a musical drone; 
Werall it’s like a standard Jag in sound and feel. It’s a big 








Top is completely new in design 
and fastening. It’s weathertight 

and drum-free. Also new are gas 
cap, door handles and windows. 





Front end has 
been face-lifted to 
fit longer engine 
and provide “new 
look”. Hood scoop 
admits additional 
air to radiator. 


7 


all 





Battery and spare have moved 
into trunk; and lid size is smaller. 
Capacity is still good, and is 
supplemented by back seat space. 


step forward from the goatish blat of the old 100. Seekers 
after the truth will probably carry the split exhaust all the 
way back, instead of joining the big pipes in the muffler. 
Ground clearance is still a problem, by the way, and the 
front end of the muffler seems to be the lowest point. 
Length of the new engine shoved the radiator core ahead 
of instead of behind the front crossmember, and the size of 
the hood opening has also been increased a welcome amount. 
The hood hinges from the rear instead of the front, double 
safety ‘catches ensuring that it’ll stay put. Accessibility is 
vastly improved. The plugs, coil, distributor, generator, carb 
adjustments and twin hydraulic fluid reservoirs are easy 
to reach. Emergency work on the SU’s, as well as mixture 
density, is enhanced by a heat-reflecting shield between the 
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ABOVE: Fast and hard through 
right angle, 100-6 is stable and 
controllable. Roll is visible 

but does not disturb driver. 
LEFT: Big C-Series six is neatly 
installed, fully accessible. 

Stock intake manifold is integral 
with head, will take bigger SU’s. 
RIGHT: New head, valve 

gear, special intake and exhaust 
systems add fire to Bonneville 
Healey prototype. Next year??? 


exhaust manifolds and the carb float bowls. 
Hanging-type foot pedals are made possible by hydraulic 


clutch actuation, and the clutch itself was fine under all. 


conditions. It bit hard and clean on the takeoff and during 
fast shifts, but was gentle when puttering and easy to 
disengage. 

The C-type BMC gearbox is unchanged from last year, 
and retains its rugged, unbreakable feel. Shift pattern is 
standard for four-speed boxes, with reverse a healthy tug 
to the left and back. Lever motion is solid, guided by a 
sharply-defined gate, and the synchro on the top three speeds 
can’t be beaten but needs to be pushed strongly into mesh. 
The motion from second to third is awkward, and some of 
the slowness on this car seemed to stem from a reluctance 
to come out of gear. Shifts will go through just as fast as 
you're able to throw them. 

Overdrive, as before, can be used in the two top gears 


only, and third OD is again a virtual duplication of direct 
fourth. Operation of the familiar Laycock unit is positive 
and easy, the dash switch being in ready reach. Downshilt 
can be preselected and then engaged by a poke at the throttle. 
Gearing is such that the engine overrevs at top speed in 
direct fourth and can’t reach peak in overdrive, which gives 
the 100-6 a lot of top gear pep and easy cruising at 85-% 
mph in OD. 

The gearbox ratios are themselves well spaced, but firs 
is needed only for traffic crawling, second-gear starts being 
a cinch for the mild-minded. If you have an urge to be the 
first to knock down the pedestrians, you can flick the clutch 
home while the tach wavers around 3500. The tail squats 
(not bottoming like the ’56), the tires growl briefly and 
you pump through shifts at thirty, fifty and seventy accom 
panied by a soaring moan of power and a satisfying slug in 
the shoulder blades. Second gear is a real heart-warmet, 
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and you can handle almost any situation in third. 


Another major sales point for 57 is the new top and seat 
arrangement, intended to broaden the market for Healeys 
by catering to the kids. As a result of the clever junior 
buckets, the new A-H is unsurpassed for family use in the 


| true sports car class, though a few others are very nearly 


as good. One of SCI’s staff used the car for a normal suburban 
weekend, with top up and wife and progeny aboard. All the 
usual chores of Saturday shopping and Sunday visiting were 
accomplished with as much ease and as little cramping as 
would occur with an ordinary hack convertible. For a one- 
car family with a long-time yearning for a sports car, the 
100-6 comes close to being the answer, particularly when 
price is taken into account. 

If you've owned an older Healey, and feel that you 
wouldn’t want to take the kids anyway since they might 
catch pneumonia, you can relax with the new version. The 
front edge of the top interlocks with the head of the fixed 
windshield, giving a foolproof seal. After this is hooked, 
the fourteen snap fasteners around the rear are popped 
home. The handsome aluminum-framed side curtains mate 
with grooves in the windshield posts (which prevent rattling) 
and with flaps in the top (which keep out the weather) . One 
law is the tendency of the sides of the top to lift at 70 mph 
and above, admitting rain above the curtains, The sliding 
panes in the curtains are handy vents, but their shallow 
knobs are fingernail-busters. 

Two people can put the top up and down easily, and it 
lolds into a compact trough behind the “rear seat”. The side 
curtains slip into an envelope for storage. The heating 
system is now much better built in than before, and fills 
the cockpit with warmth in winter weather. Defrosting is 
potent, while fresh-air ducts from the front are provided. 

To cope with the longer open space when the top’s down, 
4 specially stiffened tonneau cover and supporting bow 
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AUSTIN-HEALEY 100-6 





PERFORMANCE 
TOP SPEED: 4th 4th OD 
Two-way average ............. . 98.9 104.2 
Fastest one-way rum ........ ... . 100.0 108.4 
ACCELERATION: 
From zero to seconds 
eee etka Kes gu 3.8 
SO WOR kos ea kok ss tcee 6.1 
50 mph ..... hs dee pees os 00S oe 8.3 
CO mime sc Ok Rene scons ALS 
TOMS 6 cs Rees on in eee 15.7 
Soak iveaavene aS eae <cae 21.3 
SO. mgh . 206 cts Pieces auc 30.4 
questing %< me 3 ee. ces ves 38.2 
Speed at end of quarter ........ 75 mph 
SPEED RANGE IN GEARS: 
Bs CE os ee ..zero to 30 mph. 
a a wer RNS ++-- 2 to 50 mph. 
URE cc, 5 cain ok ... 6 to 72 mph. 
EE OD. acs Ae EES ..14 to 94 mph. 
Win ci awed a i ..15 to top. 
AV GP... cc. ++ -20 to top. 
SPEEDOMETER CORRECTION: 
Actual 
Vnanew kha ee nee re ae | 
bi vcs ieee ee wasps sdeguee 89 
Se use ghee wks dpevca 60 
Sewer cue RR gear eS 
ieee eecane eke es cee eds 68 
sein ba ee bess <tc 08 
sekb Nope eee vee eee BS 
was venue ewes va ceseeee OT 
FUEL CONSUMPTION: 
Hard driving... occ ess ks ee oe mpg 
Average driving (ander 60 mph) mpg 
BRAKING EFFICIENCY: ‘ 


{10 successive emergency stops from 60 mph, just short of 
locking wheels) : 

Ist stop ....6:.% wiviehs cous ys 

be eee ee hp 


Sth stop ..6...43 So eee ~..67 

6th stop ..2. <6. cc. ea ckcke ee 

TER OOD once is 

8th stop ....... OS 9 ee SF eee 

OU etOD oo 6c ec -- 65 

10th stop... <5 iec. dacsceounneeniee 
SPECIFICATIONS 
POWER UNIT: 

big. Speirs es pe . In-line six, 
Valve arrangement ............. Vertical in-line, pushrod. 
Bore & Stroke = & Met.) . .. 313 x 3.51 ins; 79-4 x 89.0 mm. 
Stroke/Bore Ratio .............. A3/1 


/ 
Displacement Enel. & Met.) ....161 cu. ins; 2639 ce. 








Compression Ratio ..............8.25/1 
Carburetion el BR pe 8 Rae .....Two SU sidedraft H4, 
Max. bhp @ rpm ........... 6a 6 kO2 4600 
Max. Torque, "tb.-ft. at rpm ..... 141 2400 
ee eee 750 rpm. 
DRIVE TRAIN: 

Transmission ratios I............ 3.08 

ee Po YI 

a oe0891 

7 MRR 1.33 

eect cee 1 
Final drive ratio Gust car) > a (with 0.78 overdrive). 
Other available final drive ratio. . 
Axle torque taken by ...... eis eas leaf springs. 
CHASSIS: 
Wrhedthase |... iebsk s i eee 
Front Tread 
Rear Tread 

Suspension, front ............... Wishbones and coils. 
Suspension, rear ..............-- Semi-elliptie, Panhard rod location. 
Shock absorbers .......... Pee soe Lever-type hydraulic. 
Steering type ............... ees a. and peg. 


Steering wheel turns L to L... 
Turning diameter ............... 


Brahe type on cone. soa ae ‘Girling hydraulic, 2LS front. 
Brake lining area .............. 188 sq. ins, 
Wheel studs, circle diameter __... Splined hubs, 
Tire, gine oo. okie ees ve 5.90 x 15. 
A ere rs emer 4J 
GENERAL: 
ROUEN: . oo Ss oo ee ees ek 157% ins. 
Wi@ee 2 .0ks ce SiS ee ere Pe 60% ins. 
HIG og. co kes a 6 ;...49 ins. (top up). 
Weight, test car oc 5. 6... 65 cs 2440 Ibs. 
Weight distribution, F/R ....... 48/52 
Weight distribution, F/R, 
With Griver 5. oes. eS Pe 
Puet enpackt¥: 25. cigs. ic cs ae U.S. galions. 
RATING FACTORS: 
Bhp per cu, _ Se vasls + «ae éusx 0.634 
Bhp per sq. in. piston area .....2.21 


Torque (lb-ft) per Gb in, SoC. 0878 
Pounds per bhp (test car) ee ae} A 
Piston speed 60 mph .........1500 fpm. 
Piston speed max bhp «ss0-.-2680 fpm. 
Brake lining area per ton 

(test car) ....... wo. ae ween 154 sq. ins, 









































SPORTS CARS ILLUSTRATED 


FEBRUARY ’57 


BACKYARD 





Jack Baird peers over the sloping flank of his formidable Class C Special. 
The twin exhausts are recessed in the left-hand. side and emerge, C-T ype 










By ERIC NIELSSE\ 


Whether you build your D-type or buy it, the 


DOHC Jaguar six is ready for the man who 


fashion, ahead of the rear wheel. He hammered the aluminum himself. 


wants to squeeze out some extra power. 


OR years the hop-up boys have been moaning that 
KF they can’t get a decent twin overhead cam engine in 

a man-sized displacement class, and they say they're 
fed up with pushrods and rockers. The answer to their 
prayers has been a’building since: late ’48, but only these 
days are they getting down to backyard-level prices. 

The Jaguar Six has always been hailed as a miracle of 
modern production methods, and indeed it brings pure rac- 
ing features to the mass distribution level on a scale as yet 
only dreamed of by other manufacturers. Yes, they cut cor- 
ners here and there to do it, but the basic design still offers 
more scope for souping than anything we'll ever see over 
here. 

Since SCI’s D-Type tech report (May, 1956), and the 
rundown on the fascinating 2.4 liter Jaguar engine (No- 
vember, 1956) , we’ve been inundated with requests for dope 
on extracting the ultimate from the big 210-inch long-stroke 
XK-120 series engine. As we receive the good word we'll 
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print it, and we hope more of these engines fall into thef 


hands of Those Who Know. é ' 
Though we mention only the 120 engine above, manf , 
builders have gone the route with the whole car, and the 
machine growling at you from these pages is one of the , 
cleverest yet cheapest we've seen. Resurrected from thef} 
wreck of an XK-140 MC roadster, the Baird-Jag Special hay , 
become the scourge of Class C Modified in the Southwest f 
It’s the handiwork of Major Jack Baird of the USAF, and} | 


Jay Joyce, both of Albuquerque, and it was reported to Us 
by Gordon Chittenden. 

The builders specifically wanted a rapid, rugged machine 
for the Carrera Panamericana, and driver safety has’ always 
been high on their list. After heating and straightening, the 
frame was very neatly lightened by cutting out triangles 0 
form a truss-like structure. This didn’t impair torsiond 
rigidity or impact strength. All body hangers were cut of 
and the center crossmember was notched to lower the trans 










Photos by Chittenden 


Front end lifts off for 

easy access. Tubing 
supports body and radiator, 
latter is protected by heavy 
mesh, Basic suspension, 
chassis remain stock Jaguar. 


Method of lightening stock frame 
is clever, correct in theory. 
Triangles were cut out to form 
truss-like structure. Fuel filter for 
injection on firewall at left. 


Outer end of MG rack-and-pinion 
tie rod is welded to Jaguar ball 
fitting. Scoop has been added to 
vented backing plate. Columbus 
50/50 shock stiffens suspension. 


Hilborn injection proved better 
than triple Carters or Webers for 
home-built D. Injection pump is 

driven from rear of intake cam, 

mounts on machined adaptor. 


New manifold draws hot water 
from center of cylinder head, 
feeds rear-mounted header tank. 
Eight-inch ram tubes are injec- 
tion musts. Ignition is Magspark. 


mission mount two inches. The front motor mounts were 
shifted down two inches, and the torque reaction arm was 
extended down a like amount. 

A roll bar, in the form of an inverted “U”, was set up just 
behind the driver. The 214 inch diameter .040 inch thick 
chrome-moly steel tubing had to be bent by cutting “V's” 
and welding. This arch was welded to the frame at each side 
just forward of the axle kickup, while a diagonal strut was 
fitted from the top of the kickup to the top of the arch. 
Additional curved 114 inch tubes were welded in as body 
supports on the sides, and the same material forms the 
headrest curve. 

1% inch chrome-moly was also used for the front body 
and radiator support. Many smaller tubes add stiffness in 
this area. All welding, by the way, was by oxy-acetelyne with 
high tensile steel rod. 

The standard clutch pedal placing was retained with the 
lowered power package by inverting the linkage, while the 


brake pedal stayed put. With these known, the base of the 
firewall was located and its framing built up of 14 inch 
conduit tubing. The final covering was %4 inch scrap alu- 
minum sheet. 

Floor framing and a drive shaft guard were made from 
34, inch thin-wall chrome-moly tubing. Metal screws held 
the .061 inch aluminum flooring down, while additional 
inner firewall sheets were welded in at both front and rear 
of the driver’s compartment. 

Reynolds aluminum tubing forms the body underframing, 
and the covering is .051 inch soft aluminum sheet. Inspired 
by the bodywork on the McClure and Hughes-Kircher Jag 
specials from Denver, Jack Baird decided to learn how to 
weld aluminum. Compound curves aren’t bad, he says. You 
just cut gussets and weld up the splits, then form the gen- 
eral shape by hammering on handmade shot or sand bags. 
When the aluminum gets work-hardened, anneal it by heat- 


(Continued on page 6] ) 
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Formula // 
Do-It-Yourself GRAN 


SPORTS CARS ILLUSTRATED 


John Cooper built the first machine designed specifically for the new Formula II, and Roy Salvadori used it to walk away wi 
the initial race for the new G.P. class at Silverstone. Light and simple, it’s characteristic of the new breed. / 





OST racing formulas grow out of big pow-wow 

among internationally renowned figures in the com 

petition world and subsequent conclaves in thé 
sub-basement of the F.I.A. Agreement grows out of ho 
argument over factors that can affect sales of productiol 
cars, national prestige, and the hiring and _ firing 0 
racing managers. 

Once in a while, though, along comes a competition claw 
that just rises out of aluminum dust and demands to kt 
recognized. Such was the current Formula III, born in th 
minds of British aircraft workers to relieve the high cost d 
racing after World War II. Just a step up from the popula 
“500’s” was the old Formula II which matched unblow 
two-liter cars against blown half-liters. None of the latte 
made any impression, and there were a lot of good two-lité 
engines around in the sports car world, so the resultifg 
genuine Grand Prix cars were simple, cheap and fun 
drive. Men like Moss, Collins and Hawthorn found thé 
ideal stepping stones from sports cars to full-bore 
competition. 

The door was shut in ’54 when the main Formula was all 
back to 2.5 liters unsupercharged, and F.II was squee# 
out. This channeled the energy of the English back inl 
sports cars, and they proceeded to develop some poté 
machinery for classes F and G. It didn’t take much 
or effort for them to realize that they had a tight nu 
for a new Formula II, and the press and the clubs sta 








Seen here in Bonneville trim, the twin-cam MG head is 
simple and rugged enough to go inte full production. It 
would then be the most for the least in Formula II. 





PRIX 


The newest thing in 
racing, Formula I is 
wide open for both the 
professional and back- 


yard special builder. 


Here is a guide to the 


ground floor. 


Hailed as the ultimate in the drive to 
“simplicate and add more lightness’, Chap- 
man F.II Lotus will be fully covered by SCI. 


spe 
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ABOVE: Very high spring mounting is used in Lister 
F.II chassis. Straight DeDion tube is articulated at 
right, and disc brakes are inboard of hubs for cooling. 


BELOW: Weslake-developed DOHC MG head was first 
seen in A’s at 1955 Tourist Trophy. Header tank separate. 


to toss around the idea of a 11% liter unblown formula. 
France, Germany and Italy had developed a few rapid 
Class F sports cars too, so the new Grand Prix class took 
shape quickly and was met with immediate acceptance. 
It was made even easier by restricting the cars to 100/130 
octane gasoline. 

The whole thing was started by the English, then, and 
they have a pretty handy lead so far. In fact, they ran the 
first Formula II race (the class is due to start officially in 
1957) on July 14, 1956, in connection with the British 
Grand Prix. Salvadori won that 75 mile curtain-raiser at a 
speed of 96.00 mph, driving the protoype of a brand-new 
series of F.II Coopers. The rest of the entry was made up 
of sports cars of Class F and smaller, but Colin Chapman 
stripped 60 pounds worth of lighting equipment out of his 
Lotus factory Mark Eleven and set the fastest lap time at 
97.93 mph. These compare with Fangio’s winning speed in 
the Ferrari-Lancia of 98.65 mph over the full 303 mile GP 
distance. Moss’ Maserati was fastest lapper at 102.104 mph. 
Latest news points to a lap speed of 106 or better for Silver- 
stone in 1957, but the “little boys” were running the old 
1460 cc single-cam Climax engine in ’56 and they should be 
proportionately even hotter this year. This is moving, gentle- 
men, and furthermore it’s the Real Thing. 

Formula III cars could and can be built reasonably 
cheaply, but somehow they were always nearer motorcycles 
than cars and never captured the imagination of this coun- 
try. A top speed of 110 mph is no longer considered fast, 
and the small size and ack-ack exhaust note didn’t heighten 
the illusion. At the other end of the scale is Formula I, 
dominated by factory teams wheeling expensive, complex 
iron. No ‘place for specials or novice drivers. 

This 114 liter Formula II strikes just the right balance 
between small size and availability to make it cheap, and 
has a high power-to-weight ratio for kicks out on the course. 
What’s more, they can be built like their big brothers with- 
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os 
x BORE x PISTON 
lw) CYLS. STROKE DISPL. AREA BHP @ RPM 
“Ms ENGINE (no.) (mm) e.c. (sq.ins.) (stock) 
= Porsche Super 4 80 x74 1488 31.3 70 @ 5000 
~ Rootes OHV 4 76.2x76.2 1390 28.3 67 @ 5400 
= Borgward TS 4 75 x84.5 1493 27.4 75 @ 5200 
- Volvo PV444 4 75 x80 1414 27.4 79 @ 6000 
x BMC B-Type 4 ‘73 x889 1498 260 68 @ 5500 
C Singer 1500 4 73 x89.6 1496 26.0 59 @ 4800 OE 
a MG XPEG 4 72 x90 1466 25.3 65 @ 5500 — ¥ 
x vas 
5 Fiat 1400 4 82 x66 1395 32.7 58 @ 4600 OAS - b 
= Ford Taunus 4 82 x70.9 1498 32.7 60 @ 4250 ipa Gtonae. : v 
: Opel 4 80. &74 1488 31.3 52 @ 3900 First Fl Cooper is based on potent Class G I 
Pourest 400 ; ss ae 14as ais 58 @ 4900 sports car. New editions will have twin-cam ‘ 
engine, wider frame and bigger fuel tanks. . 
Porsche RS 7 85 x66 1498 35.3 137 @ 6200 = f 
Climax FPF 4 81.2x71.1 1475 32.2 141 @ 7000 r 
Maserati 150S 4 81 x72 1484 31.9 140 @ 7500 1 
WD (Denzel) 4 80 x74 1488 31.3 85 @ 5500 
Osea TN1500 4 78 x78 1490 29.7 132 @ 6300 
Climax FWB 4 76.2x80 1460 28.3 100 @ 6000 
AJB F.II 4 76 x82.5 1498 28.2 125 @ 5750 
Meyer-Drake 4 76 x79 1440 28.2 100 @ 6500 
Meyer-Drake 4 73 x89 1490 26.0 100 @ 6500 
Ferrari V-12 12 55 x52.5 1498 42.2 118 @ 7000 
AWE 6 66 x73 1499 31.9 135 @ 7000 
Borgward R 4d 80 x74 1496 31.3 140 @ 7600 
Gordini 4 78 x78 1490 29.7 120 @ 6200 
Cooper checks rear brake on new creation. Leaf r 
mounting, shift linkage, cooling system and 
Citroén gearbox adaptation speak for ingenuity. i 


out sacrificing performance. These points endear the new 
F.II car to the private builder, while the factories take an 
interest because they know that recent history has shown 
each secondary formula to be a forerunner of the next 
Formula I. It’s a good research move for them. 

In England the big newsmaker has been Coventry-Climax 


engine weighs 255 pounds bare, or 50 pounds more than thi 9 
FWB. Its 1.75 inch intake valves help it to kick out 41 moni {J 
horses, though, and the design throughout is for racing onh | 
In comparison with the full-bore Italian engines it has a lol p 
of bolt-on plates and covers, but these may aid fitting ani f 
assembly by the private owner. is 











who has been around for a long time and has primarily MG has also kept up the Class F reputation of the Isle 
busied itself with industrial engines. It built small-displace- A lot of very heavy “tuning” has been carried out on th 

ment engines for sports cars before the war, notably for 1466 cc XPEG series which, in somé cases, was boosted toa h 
Morgan, and followed through in 1954 with the versatile very reliable 90 horses. With the U.S.-built Runyan twin t 
FW series of single-overhead-cam four-barrels. The now- overhead-cam head, 110 bhp could easily be reached, jude b 
famous 1097 cc FWA engine had a bore and stroke of 72.4 ing by early tests on an XPAG block. The care and feedin 

by 66.7 mm. A slightly larger bore and new crank brought it of this MG engine is now ritual to most capable sports af tl 


up to 1460 cc as a stopgap for the new class. This was the 
FWB, which has now been supplanted by the DOHC, FPF 
engine. Developed from half the C-C 21% liter V-8, the new 


Production Borgward four has deep crankcase, 


uses light alloy extensively. Integral intake 
manifold is challenge to modifter. 


mechanics, and it’s rugged and available. 
Now found in the MGA, Morris, Austin, Wolseley ani 
Metropolitan, the BMC Series B engine is far healthier than 


Twin-cam HRG head for Singer was promising 
development, but only one Singer prototype was 
built. Distributor is under twin Solex carbs. 













its forebear, the Austin A40 unit. These are being stamped 
out like cookies at 4,500 a week and there are a quarter of 
4 million around, so one shouldn’t be hard to find. Much 
of Harry Weslake’s talent has been turned loose on these 
and has produced an efficient standard cylinder head and a 
tricky induction system for the 55 Le Mans MG's. There’s 
also the new chain-driven twin-cam head which, in its most 
modest form at Bonneville, was good for a hundred horses 
at 5,300 revs. Its future is much brighter than its past . 

Rootes is now holding a wake for the Singer four-barrel 
which is dying far before its prime. With a single overhead 
cam and semi-inclined overhead valves its standard head is 
by no means outdated, and the similar twin-cam heads de- 
veloped by HRG and Singer would be very nice for Formula 
II. The side-draft HRG version developed 108 bhp at 5,750, 
while the vertical-port Singer prototype was restricted to 
75 horses. Any Singer 1500 Roadster, though, is more than 
fair game in stock form. These single-cam engines can take 
reworking to the point where they'll produce approximately 
100 bhp. 

The rest of the Rootes small cars (Hillman, Sunbeam 
Rapier) are powered by their rocker-box four, which is now 
amere 1390 cc but has a square bore/stroke ratio and could 
be bored quite close to 1500. Most promising, it has a genu- 
ine eight-port head with a big margin for further souping. 
It's one of the most modern small English production 
engines. 

Out of this class entirely is the flat-four AJB racing engine 
which is a smaller-bored version of Archie Butterworth’s 
Formula I engine. With its ‘swing valves and advanced 
tuning it’s one of great technical interest, so check our 
report on it in this issue. 

Just over the channel, racing interest has been largely 
limited to 750 cc machines, but French honor has more than 
once been upheld by Gordini’s bigger creations. Back in 47 
the unblown version of his 114 liter four was putting out 
100 bhp and 120 would be available now, but he has a new 
plant based on half the current GP straight-eight. It per- 
formed well at Montlhéry as long ago as June 10, 1956 and 
is already producing 140 hp. All that running on gas with 
the big engine finally paid off. 

The Gauls hope that Marco will follow suit and cut up 
his Colombo-designed Bugatti eight, since he has been 
talking 11% liter sports cars for so long. They also would 
benefit from experience with 100 octane. 

Much more available, though that’s not saying much, is 
the Peugeot 403 engine. This has a big bore and short stroke, 
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(Continued on page 66) 
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In sports form (with generator) new FPF 
Climax engine is a pure racing unit. Fittings 
for dry sump system are at side of crankcase. 
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Hot 2-liter Maserati four differs from 1500 cc 
unit in having bigger pistons and wet liners. 
Little brother should be watched in F.II. 


Real dark horse is the racing Borgward four, 
which crowds four valves, two plugs and an 
injection nozzle into each head chamber. 


























More go for single-cam F.II Climax engines 
will come from twin dual Webers. Hilborn 
now has port injection system for these. 


Latest RS Porsche engines have more direct 
distributor drive and refined valve gear. 
Porsche denies interest in new GP Formula. 
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Earl’s Court 


(Continued from page 13 ) 


It is fun, too, seeing the experi- 
mental extravaganzas that won’t ever 
wind up in the local sales rooms. Jet 
jobs, are represented in London by 
Renault’s highly Buck Rogers - like 
Shooting Star, and Rover’s down- to- 
earth effort named (so that even the 
dunces in the back row could get 
the idea) the “Rover Gas Turbine 
Car.” This third prototype looks not 
too different from some middle-sized 


little car you’re apt to see on any” 


city street, but the design isn’t salable 
yet, due principally to the tremendous 
appetite it has for fuel—13.8 mpg at 
40, and one mile less to the gallon at 
80. There’s also a little too much of 
the works inside to carry both passen- 
gers and luggage. As the layout now 
stands the passengers look comfortable 
enough, but when they enter they have 
to leave all their worldly goods outside. 

In. the dream car department, the 
onlycontribution comes from the U.S.A. 
That’s Buick’s show-weary veteran, the 
Centurion, with its nonsensical closed- 
circuit TV rear-view mirror. I expected 
that the British reaction to this tom- 
foolery would be cynical talk about 
cracking a nut with a pile driver; in- 
stead, the nearest thing to an adverse 
comment I managed to overhear was 
from a woman who was disappointed 
that the screen was so small. 

The enthusiasm for dashing foreign 
creations at American shows is nothing 
compared to the stir created by Detroit’s 
article overseas. That is certainly true 
of London, where 16 makes were on 
view. A Chevy Corvette, which might 
draw an occasional approving glance 
back home, but isn’t likely to make 
anybody swoon unless they suddenly 
won it on a quiz show, stops the crowd 
dead in their tracks as it revolves on 
its turntable. The Ford Thunderbird, 
considered—let’s not beat around the 
bush—a bit vulgar by the Duesenberg 
set, Causes a never-ending crush aground 
its stand. And the trim little Nash 
Metropolitan makes Britishers drool 
and ask, “Why can’t we build some- 
thing like that here?” They can and 
do—the Metropolitan being an Austin- 
built dollar export item. 

The last stateside tidbit from the 
continent where people think all Cad- 
illacs are solid gold, turned up rather 
unexpectedly on the Perkins Diesel 
stand, with the announcement that 
Chrysler was now supplying its Euro- 
pean distributors with Perkins P4C 
four-cylinder diesels, as alternative 
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power plants for the Plymouth range. 
Diesels have come a long way since 
the days when their idle was so rough 
that a two minute wait at a_ traffic 
light would shake all the little screws 
out of your eyeglasses. 

In “English” English, the word 
“clever” means something halfway be- 
tween ingenious and downright shifty. 
The people whom a leading motoring 
magazine recently referred to as “clever 
constructors abroad” are giving British 
constructors a run for their money at 
the bottom end of the market—the tiny 
economy car. Customs duties do an 
effective job of keeping Volkswagens, 
4CV Renaults, 20CV Citroéns, and Fiat 
600’s from biting off too big a piece of 
the territory reserved for Morris 
Minors, Austin A35’s and suchlike small 
stuff, but now there is a threat to 
hometown boys. in the even-smaller- 
than-that class; the tiny, two-stroke 
cyclecars. Seen in England for the first 
time at the Show is the microscopic, 
outrageously spartan little German ve- 
hicle dubbed the Goggomobile. This 
293 cc mite go-goes at sixty with two 
grown-ups and two kids aboard, and 
delivers over sixty miles to the gallon. 

Britain’s answer is the Berkeley, a 
plastic-bodied two-seater built by Law- 
rence Bond, designer of the Bond 
Minicar, most popular of the poverty 
wagons. The Berkeley has a claimed 
maximum of over 70, and cruises be- 
tween 55 and 60, requiring 20 seconds 
to go from zero to 50. Easily the best 
looking of the miniatures, the new 
Bond creation is full of odd features. 
It is the only British car with front- 
wheel drive, and very likely the only 
car anywhere with a nomadic spare 
wheel which folds up its tent on de- 
mand and moves from a space behind 
the seat to a bracket under the dash- 
board. 

This is so that its quarters can be 
used to accommodate either one large 
child or two small ones. They’re in 
for a rough ride, though, for their 
plastic seat is, moulded integrally with 
the body. Aimed to fill a hole in the 
market, this poor man’s sports car re- 
tails in England for $1610 and some 
change, the Goggomobile at $1385 plus. 

After these two little comedians comes 
a whole slew of popular priced trans- 
portation—the cars my reporter friend 
dismissed as “potato-shaped.” Although 
I won’t go out and out battle with 
anyone who finds them not beautiful, 
I don’t really think they’re as bad as all 
that. Of course, there are some down- 
right ugly ones —the trend this year 
seems to be bumps on everything, with 
a different color between 

On the other hand the new English 
Fords — particularly the convertibles 
—are sleeker than ever. Rumor has it 
that they are all designed in Detroit 


each one. 






and the drawings forwarded to Dagen 
ham. If so, it might not be a bad ide 
for Britain designers to buy then 
selves some heavy sweaters and shive 
out the winter in Michigan. 

There aren’t any other facades qui 
as Classic as the Mark VIII front end 
and one can’t help wondering w 
happened to the people who used 
design all the elegant coachwork Bri 
ain was famous for a mere twen 
years ago. Even today, when you s 
an unfamiliar-looking vintage car wit 
an exquisitely proportioned body, 
en times out of ten it turns out to } 
an Alvis. So what happened? The ne 
Alvis turns up with a Swiss-designe 
Graber body. Not that it’s not goof 
looking in a stark way — but what hap 
pened to the old Alvis designers? While 
you're looking for them, see whethef 
the drawing-board termites have gnawed 
to a nubbin the fellows responsible fo 
those magnificent, mechanical-looking 
Aston-Martins of the 30’s. 

Well, looks aren’t everything. Collit 
Chapman’s Lotus Elevens all resemble 
pregnant wasps, but they're pretty 
terrific in action. And if anything man 
ages to squeeze this dismal automobile 
show into the history books, chance 
are it will be the debut of the Loty 
F2, a simple, skinny, 600 pound single 
seater that marks Chapman’s opening 
bid for a spot in formula racing’s hall 
of fame. 

The car and its 1,475 cc twin ove 
head cam, Coventry Climax engine 
haven't yet got together for a romp 
The engine is still on the test bend 
and the five-speed back axle gearbox 
on the show prototype is just a cart 
board mock-up. Nevertheless advance 
notices on the F2 have been so prom 
ising that a dozen have already been 
sold. One purchaser was Rene Bonnet, 
French racing driver, who designed the 
Dyna Panhard-based DB—no slouch of 
a competition machine itself. 

Twelve sales is a pretty remarkable 
record for a specialist’s pure racing cat 
especially one that hasn't even run yet, 
let alone raced. However, when it comes 
to sheer numbers, the high-sales trophy 
goes to the Austin-Healey 100 Six, @ 
thousand of which were bought by 
Hambro Automotive Corporation — 
British Motor Corp’s. U. S. agents. 






































San Francisco gets a chunk of another 
Hambro consignment: 470 of the new 
M.G.A, coupes. California dealers are 
said to be trying to buy an ex-U. S. Navy 
baby aircraft carrier to ferry their pur 
chases home, but whether this is true 
or just a press agent’s dream, there’ 
no good way of telling at this distance. 
It would, in fact, be a good thing if 
this were a publicity stunt, for this 
show could have used a little light 
hearted American press-agentry. 

—Merwin Dembling 











JAGUAR 


the finest car of its class in the world 


SSAGUAR = 
Bagh 


































ARS ILLUSTRATED 


’ 
4 


SPORTS C 






FEBRUARY ’57 


. Gardner 


(Continued from page 25) 
far from bankrupt of imagination; he 
knew well enough that if EX 135 ever 
flew off the handle at upwards of three 
miles a minute his chances of wriggling 
out of the wreckage were reduced to 
practically zero by two interrelated 
factors — the tight fit imposed by his 
above average height and his lack of 
elasticity. Once in the cockpit, leaning 
back in his hammock at the 40 degree 
angle dictated by frontal area ration- 


another 
fabulous 
sports 

car 
recording 


RLP 5002 


SPORTS CARS IN HI-F 


A new 12” LP recording in superlative high fidelity of the sounds 
of some of America’s most potent sports cars idling, revving, and 
at speed. Almost a solid hour of the sounds of Jags, Ferraris, 
Maserati, Curtis, Austin Healy, MG, Mercedes, Allards, Lancia, 
Frazer-Nash, PBX, Lotus, Porsche, DB, etc. Recorded at one of 
America’s leading races with the finest of modern HI-FI equip- 
ment, this LP will make your loudspeakers tremble as you listen 
to the fantastic sounds of these great machines in action. 


ing, and with the oblong-shaped steer- 
ing wheel snapped into place athwart 
his navel, he was surely in. 
Moreover, even if it never came to 
the point of having to jettison the 
wheel for a breakout — and it didn’t — 
it wasn’t difficult to imagine circum- 
stances where the MG’s limited helm 
movement could render the driver 
practically helpless. Lock to lock range, 
circumscribed by the side sections of 
the nose fairing, was only 18 degrees; 
so if for any reason the car went into 
a spin, or in the likelier event of an 
unexpected gust of wind nudging it off 
course to any appreciable extent, the 



















$5.95 





with the world’s greatest drivers 


driver and spectator alike. 


RLP 5001 
use the handy coupon below 
RIVERSIDE RECORDS, Dept. A 


418 WEST 49th STREET 
NEW YORK 19, N. Y. 


still available 
SOUNDS OF SEBRING 


For the first time ever: a superb high quality 12 inch long 
playing record of all the sounds that make up America’s 
greatest sports car race. Over 60 minutes of interviews 


Collins, Behra, Hill, Musso, Menditeguy, Bennett, Rubi- 
rosa, Portago, Parnell. The sounds of Ferraris, Maseratis, 
Jags, Aston Martins, Porsche, Corvettes, Lotus, etc. 
warming up, revving, roaring by at speed, coming out of 
corners flat out. The fabulous Le Mans start, pit activity, 
the fantastic sounds of Fangio shifting up and down as 
he makes the five mile circuit, and dozens of other re- 
markable on-the-spot sounds which are so exciting to 


Fangio, Moss, 





$5.95 



















Colonel knew he would have some fa 
and persuasive praying to do. 

The only time that either of the 
things happened, as good luck woul 
have it, was in the one records theate 
on his list where it could happen wit 
impunity — Bonneville. This was du 
ing his final foray in 1952, and fol 
lowed soon after the oil temperatur 
hallucination recalled earlier. Opera 
ing EX 135 with the larger of th 
interchangeable engines that wer 
taken to the Flats that year—a_ tw 
liter Wolseley job, type VC22 — Goldi 
started chasing his tail at 155 mph o 
slick salt. 

Again, in 1948 on the Jabbeke High 
way in Belgium, when Jaguar lent 
two liter XK 100 engine for use jj 
EX 135, there were delicious excit 
ments, On one of the two runs that gay 
Goldie an overall average of 176.6 mp 
for the flying kilometer, the right-sid 
front tire tread flew off, throwing th 
wheel into an out-of-balance tantrum 
before disintegrating and falling out on 
to the concrete. This, in any case, wa 
no joke while it lasted, but it could 
have been deadly, due to the confine 
space inside the wheel boxes that wer 
built into EX 135’s shell to reduc 
pumping losses. 




























It wasn’t until after Goldie’s trium 
phal return to his hotel in Ostend the 
same evening that he learned how 
nearly he had missed being intercepted 
in the middle of the trap by positively 
the slowest rig in Jabbeke precincts 
namely, a donkey cart. I happened to 
be an eye witness of this affair, and it 
frightened me stiff. 

As Gardner came streaking down the 
road at a good 175, the donkeyman, 
apparently deaf but anyway oblivious 
emerged from one of the few unguarded 
farm exits on the whole operational 
stretch, some six miles in length, Cor- 
fused by the frenzied “giddaps” coming 
at him in three languages and from fou! 
directions, the donkey then froze to 
dead stop in the middle of the highway. 
With just seconds to spare the whole 
outfit was half lifted and half dragged 
to the nearest verge. 

Characteristically, in the course 
his many visits to the U.S. he hob 
nobbed_ with countless notabilities 
from Clark Gable through Pop 
Myers to one of the Vice-Presidents 0 
the United States. The only sur 
prising thing is that he settled for 
Vice-President. 

On the other hand, he was invati 
ably considerate and courteous to his 
mechanics and all persons dependent! 
upon him, and never missed an oppo 
tunity of publicly praising their efforts 
Guts, or the lack of it, is something @ 
race mechanic can smell a mile awa) 
(Continued on page 54) 
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a Virginia International Raceway 
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1200 acres of rolling coun- 
tryside eleven miles South- 
east of Danville, Va. Along 
the Virginia-North Caro- 
lina border—just 80 miles 
West of U.S. 1; 85 miles 
East of scenic Blue Ridge 
Parkway—Skyline Drive 


AERIAL VIEW OF VIRGINIA INTERNATIONAL RACEWAY SHOWING IDEAL COURSE LAYOUT 


0% Three-and-a-half Challenging Miles... 


vole 


“i Twelve major turns, two blistering straight-a-ways, upgrades, 


downgrades ... a proving ground for driver and car alike. It’s 
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INNAUGURAL 
GRAND PRIX RACE 


MAY 4 and 55,1957 


SANCTIONED BY SCCA 


fast, it’s tricky, it’s America’s finest for sports cars. The finest for 





spectators, too, with excellent viewing vantage points throughout 
the course. 

For thrills unmatched, look to Virginia International . . . the 
fastest and safest road course in America. 





his Virginia 
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WIN THIS $4000 
HISTORIC MODEL OF 
THE HMS LONDON 








This handsome hand-carved model 
of the HMS LONDON will be given 
away free by POPULAR BOATING 
to signal the magazine’s successful 
entry in the boating world. 


SEE the historic model of 
the LONDON during 
the National Motor 
Boat Show, New York 
Coliseum, January 
19-27! 

WIN the HMS LONDON 

model at the POP- 

ULAR BOATING 

exhibit, Booth D-150, 

during the Show! 








Gardner (Continued from page 53) 
and the men who worked on EX 135 
and her predecessors knew that Goldie 
had more fight in him than a lion with 
a bullet wound. 

I once heard a tire fitter say of him, 
in the vernacular of his trade, ‘““The old 
man never shows his breaker strip.” 
The speaker knew that Goldie, like 
any person of imagination, had ‘a 
breaker strip to show, and there were 
times when long and unforseen delays 
pending a critical record would stretch 
his nerves to snapping point; but out- 
wardly, by the habit of self-discipline 
that is often observable in old soldiers, 
he preserved a flat calm—no fussing, no 
cussing, no tabbing out of half smoked 
cigarettes (he always smoked a straight- 
grain pipe, anyway), no poking his 
nose into mechanical mysteries beyond 
his modest ken. 

As Goldie Gardner would certainly 
agree, only a fraction of the credit for 
EX 135’s attainments rightly ~belongs 
to him—the rest gets chalked up to 
Sydney Enever and R. C. Jackson of 
MG, Ken Taylor and Reid Railton of 
the famous Thompson and Taylor 
partnership, independent expediter 
Robin Jackson, S.U. mastermind Kes 
Kesterson, Wally Hassan of Jaguar, 
Chris Shorrock of the Shorrock blower 
team, and many who remained anony- 
mous throughout. Yet Goldie and the 
streamliner were so inseparably associ- 
ated that no profile of him would 
stand scrutiny unless it included a cata- 
log of his car’s principal successes. Ar- 
ranged in descending order of displace- 
ments, it looks like this: 

Class E, 1500 to 2000 cc: First car to 
exceed 150 mph, powered by Jaguar 
XK100 motor.*This was the only class 
in which Gardner went outside the 
Nuffield Group for an engine. EX 135 
hoisted the kilometer mark, previously 
held by a Franco-U.S. Derby-Miller, by 
over 30 mph. 

Class F, 1100 to 1500 cc: Firt car to 
beat 220 mph, 300 kph and three miles 
per minute. 

Class G, 750 to 1100 cc: Same again. 
Gardner’s 1100 cc speeds in 1939 cor- 
responded almost exactly to Segrave’s 
Land Speed Record figures of only 12 
hours earlier. Segrave had needed 24 
cylinders, each of 122 by 160 milli- 
meters. 

Class H, 500 to 750 cc: First with a 
century and a half. 

Class I, 350 to 500 cc: First to two 
miles per minute, 150 and 200 kph. 

Class J, up to 350 cc: First to two 
miles per minute. 

First time out, in 1938, when the 
second-hand EX 135 was rebuilt for 
Goldie Gardner’s use, the engine was 
run at the normal K3 Magnette dis- 
placement of 1087 cc. Blown by Cen- 
tric, it delivered 186 bhp and attained 


a best two-way speed of 186.6 mp} 
over the kilometer. 

The following year, practically up 
altered, the same engine pulled , 
higher gear to raise its own Class ¢ 
records past two centuries, then wa 
fractionally overbored on location ty 
bring it inside the Class F scale. In thi 
size, with its bores up from 57 to 5 
mm, making the displacement 1105, 
cc, it pushed the MG over the mik 
and kilometer at 203.85 and 204. 
mph, respectively. The mile speed, in. 
cidentally, added almost exactly 4j 
mph to a mark set by the late Frank 
Lockhart (Miller) 12 years earlier . 

Next objective was to procure ; 
workable 750 cc six without departing 
from the basic K3 elements. This wa 
done by forging a short-throw crank 
shaft to dwarf the stroke to 56 mm ané 
casting a special thick-wall enablin 
the cylinders to be underbored at 5} 
mm diameter. In the result, in spite of 
a perforcedly low nominal compression 
ratio of 5.1/1, the combustion of ; 
highish boost and an 8000 a minut 
turnover produced about 131 bhp. And 
that was good enough for 159 mph in 
1946, in the runs that inaugurated the 
Jabbeke Highway. 

In 1935, MG anticipated a Mercede 
gesture of twenty years later, pulling 
a volte face on their previous policy by 
quitting unconditionally; so Eystony 
sold EX 135 for the good and sufficient 
reason that no racing department re 
mained at Abingdon to breathe con- 
tinued life into his stripy painted 
bolide. 

But fortunately for the subsequent 
history of high speed by small British 
cars, Lord Nuffield and his lieutenant 
in charge of MG, the late Ceci] Kim 
ber, were persuaded to relent to the 
extent of preparing a full streamline 
for Class G records. The man _ who 
made them change their minds was 
Arthur Thomas Goldie Gardner, alia 
“The One-Legged Major.” 

However, since the Abingdon stock 
in-trade did not include the making 
of a suitable car, there was no option 
but to seek out the man who had 
bought Eyston’s super-annuated EX 
135, buy it back and rebuild it. This 
they did, and the veteran of the Man- 
nin Beg, the British 500 and the hour 
record entered its third lease of life in 
a suit of aerodynamic armor that was 
to set a fashion in streamliners for two 
decades to come. 

Remarkably enough, like most of 
the amateur copies that were after 
wards made of it in at least two com 
tinents, this body never saw the inside 
of a wind tunnel. Like all the creations 
of Reid A. Railton, it looked right and 
it was right. Gardner, if he wasn’t & 
actly a Uhlenhaut himself, certainly 
knew a Uhlenhaut when he saw one. 

Dennis Ma) 














Veloce 





(Continued from page ]7 ) 





i around corners, the driver is allowed 
im to safely meet any sudden emergency. 
Vl Under certain circumstances, to take the 
ke power off in the corner would invite 
disaster for the car is literally steered 
nfm by provoking rear end breakaway and 
(i then controlled by proper use of the 
i throttle and steering wheel. The brakes 
have three inch wide drums, and are 
im heavily ribbed in front and finned at 
nm the rear. Little pressure was required 
a to bring the car to a quick stop, even 
km though the car had just completed a 
nig race at Monza. Under sudden accelera- 
wie tion on rough surfaces, a_ certain 
3m amount of rear axle bounce is notice- 
of able, but this does not seem to upset 
oni the handling qualities of the car at all. 
This is due undoubtedly to the location 
ite of the A-frame which is mounted on the 
ni upper left of the rigid axle. Shocks and 
in@ springs on the Veloce are considerably 
hele stiffer than on the normal Sprint ver- 
sion. Thus the overall ride is consider- 
ig ably harsher. Tire noise was found to 
be excessive but this may have been due 
to the 15 inch Pirellis and the hot pave- 
ments encountered. 
In summing up the Veloce, the most 
; outstanding characteristic of the car is 
» the flexibility factor. Second gear can 





be used almost continuously on short 
choppy race courses, and in normal 
driving is a wonderful gear for maneu- 
vering in traffic Secondly, the flexibility 
in handling makes for complete security 
when driving hard and the driver of a 
Sprint Veloce will almost immediately 
have complete confidence in his car. 
Amazing things can be done with it and 








i's probably the most forgiving car on 
on i the road, A fast driver can make all 
ao kinds of mistakes in a corner and still 
wi come out ahead. A relatively large 
two | Mount of luggage and child space is 

available, thus making the Veloce a 

of really practical sports car which can be 
ter: used on shopping expeditions the day 
ei before going off to a weekend race meet- 
side ing where the car will take on all 
ad comers. In short, here is a true Italian 
and & Ompetition machine with just enough 
i comfort and flexibility left in the de- 
inl ‘ign to make it a really outstanding 





piece of equipment. 





Jesse Alexander 
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Volkswagen Owners ! NOW get Both 
THE RELIABILITY YOU WANT 


THE PERFORMANCE YOU NEED 





with a 


JUDSON 
SUPERCHARGER 


Fifty percent more horsepower 
Cuts acceleration time in half 
Eliminates loss of power on hills 
Better control for safer driving 
“Doubles passing ability at any speed 


BRINGING COMPLETE SATISFACTION TO 
THOUSANDS OF VOLKSWAGEN OWNERS 


Experience a new thrill in driving. Imagine cutting your acceleration time in half... 


having 50% more horsepower at your command. . 
along at a higher speed with less engine effort . . 


. taking hills in high . . . cruising 
. shifting gears half as much in city 


driving . . . the engine responding immediately to the touch of your foot on the acceler- 
ator. You can pass when you want to and have extra power when you need it. A Judson 
Supercharger on your Volkswagen will give you this improved performance and surging 
power smoothly, dependably and without sacrificing engine life in any way. Only Judson 
gives you a complete supercharger installation designed specifically for the Volkswagen. 


IT'S AMAZING 
say grateful owners 


“The increase in acceleration is positively 
amazing. | would never have believed it 
possible”’ 


“| never knew what | was missing until 
| installed one of your superchargers on 
my Volkswagen” 


“‘l now have over fifty thousand miles on 
my Judson Supercharged VW and it is 
the best investment | ever made” 
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1 Please send me complete information on : 
! 

1 the Judson VW Supercharger. sc. ; 
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JUDSON RESEARCH AND MFG. CO. 


CONSHOHOCKEN Y re P EN N-A«. 

















SOLE WHOLESALE DISTRIBUTOR OF JUDSON 
SUPERCHARGERS FOR CALIFORNIA, OREGON 
& WASHINGTON 





BILL COREY ENGINEERING CO. 


110 East Holly St., Pasadena, Calif. SY camore 5-6743 


Dealer Inquiries Invited 





IMMEDIATE DELIVERY FROM STOCK «° Retail Sales and Installation Dept. 


open all day Saturdays. Bank terms and 5 day trial-return plan offered. 
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Corvette 
(Continued from page 29) 


CAMS AND VALVE TRAIN 

The unforseen rpm potential and 
top-end breathing of the Chev V-8 in 
stock form are already legend. Thou- 
sands of enthusiasts are asking if there 
is anything to be gained by putting 
money and effort into modifying this 
apparently fine cam and valve train 
setup. After two years of observation 
and after careful study of a number of 
dynamometer test results that cannot 
yet be made public, my answer to this 
question must be an unqualified “yes”. 

The manufacturers are grinding their 
own “full-race” cams these days but 
they still have to compromise. Hydrau- 
lic lifters cause a certain performance 
sacrifice as does a half-way decent idle. 
The stock curvature and width of the 
tappet base are limiting factors in cam 
action. A wide selection of production 
cams has become available for the Chev- 
rolet V-8 since its introduction in 1955. 
There have been cams for solid and 
hydraulic lifters, cams for stick shift 
and automatic transmissions, cams for 
dual quad carbs on passenger cars, cams 
for the Corvette and, of course, the well 
known “Duntov” competition cam. The 
latter is being continued unchanged for 
"57. From all I have been able to dig 
out, only the Duntov cam can show a 
peak horsepower output comparable 
with the better California “perform- 
ance” grinds, The passenger car cams, 
even though they may sound real 
wicked over 5000 rpm, are way out of 
the picture and even the standard °56 
Corvette cam (for solid lifters) may be 
as much as 10 or 12 percent off the 
better California kits using flat solid 
lifters. 

Of course, there are many factors in- 
volved in cam selection. For one thing, 
there must be metallurgic compatibility 
between cam lobes and lifter faces to 
prevent rapid wear at high rpm. You 
need have no fears about this if you 
use factory parts, but some of the spe- 
cialty cams can’t be trusted under hard 
operating conditions. Another factor is 
valve float speed. If you use your Cor- 
vette much for competition it’s very 
pleasant to have 1000 rpm or so in hand 
over the power curve peak, so you can 
play with the gears and downshift with- 
out being afraid of wrecking the valve 
gear. It has been found that float speed 
is heavily influenced by valve spring 
pressures and cam acceleration (on both 
flanks) . The standard ’56 Corvette cam 
can be counted on for only about 6100 
rpm, when using the stock 160 pound 
spring pressure at the valve-open posi- 
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tion. The California cams I have test 
figures for, even when using well over 
200 pounds pressure, would vary any- 
where from 5600 to 7800 rpm in float 
speed! 

And there’s a little matter of money. 
You can buy a Corvette cam these days 
over the counter for $18; it’s a simple 
matter to collapse your stock passenger 
car hydraulic lifters—and you're in bus- 
iness with a “racing” cam. A good Cali- 
fornia flat cam kit, including compatible 
lifters, springs and possibly pushrods, 
can run you over $200. That’s a lot to 
pay for a 10 or 12 percent increase in 
horsepower. At the same time, the 
Duntov kit lists over the counter at 
around $180, which isn’t hay. 

Finally, there’s the question of the 
roller cam. Since a small roller is used 
for the cam follower here, cam contours 
are not limited in any way by lifter 
base width or radius; the sky’s the limit 
on lift, rates, dwell, etc. A good roller 
cam should give substantially more 
peak output than any of the flat-lifter 
family, custom or factory. The lifter, is 
heavier, however, so more spring pres- 
sure must be used to keep the float 
speed above 7000 rpm. Medium-speed 
torque is usually poor, but there’s no 
reason why you couldn’t have one 
ground for a wider range. Prices are 
relatively high. The Herbert kit for 
Chev lists at $175 and the Weber at 
$225. They differ mainly in the method 
of locating the tappet. So I'll go out on 
a limb with these specific cam recom- 
mendations. If you want to stay strictly 
“production”, the Duntov is definitely 
the only answer. For a flat or radiused- 
lifter cam kit in the custom category, 
Iskenderian and McGurk products look 
good. The Isky “E-2” grind is specially 
well-matched to the Chev V-8. For a 
roller type, both the Herbert and Weber 
are good cams. The roller layout is 
preferable for any “all out” engine. 

Modification of the Chev valve train 
itself is a very controversial subject. 
Some experts say the light weight and 
great stiffness of the unique stamped 
rocker arms and tubular pushrods are 
keys to the fantastic performance of the 
engine. These would greatly reduce de- 
flection of the valve train, so the valve 
motion would follow the cam more 
closely, which, in turn, is a big factor 
in breathing. Could be. Others feel this 
valve setup is too flimsy for really high 
rpm work. Some have gone to great 
lengths to install complete rocker assem- 
blies from other engines on the Chev 
head. Thomas has a kit selling for $95 
for converting to a regular rocker shaft 
and cast magnesium rockers by thread- 
ing the original Chev rocker stud holes 
to bolt in the new rocker stands. Very 
neat. 


CARBURETION 
The Corvettes have a lousy carbure- 





tion system for a sports car. A fow 
barrel carb has a wide fuel bowl, whigf ram 
makes it very susceptible to fuel staryjm the: 
tion under centrifugal force on cornenj but 
Dual four-barrel carburetion. is no cur C@U! 
all, either. We have the same starvatioym Pre 
problem, plus poor throttle respons) the 
and mixture distribution at the log ye! 
end. The manifold layout is not thi Dig 
best from the standpoint of breathing €"8 
restriction at the top end and the usu 
linkage synchronization problems exiyifj 4 4 
The Corvette team had a foolproof nop 

starving dual-quad setup at Sebring ‘jj 7 
but you may not want to carry fi 
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can 
electric fuel pumps around. If you mug } wel 
use a four-barrel carb, one is a bette alls 


all-around compromise than two. [if Sev 
should show more torque below 40 the 
rpm, better throttle response, no lini py 
age problem, and it should come withi 


vet 
three or four percent of the peak hore to: 
power obtained with two! tio 


I prefer three two-throat carbs {ff ho 
the Chev V-8. Several California conf the 
panies now have the necessary i sm: 
degree manifolds, and any of thea 
should show more. peak bhp (othe 
factors equal) than the stock Corvetr 
dual quad setup. The Carstens HW)y 
Chev is a case in point. Throttle r up 
sponse is better, low-speed torque } 
better, the linkage problem not appr 80" 


ciably worse (though still a problem) 
‘ a Me 
while the smaller fuel bowls practical} Tt 
eliminate fuel starvation on turns, i. 
new twist on this setup is Edelbrock _ 
novel “progressive” throttle linkage nn 
The center carb only is used for cruis Fa 
ing; at some pre-adjusted throttle oper ‘i 
ing on this carb—maybe two-thirds oper ve 
—the throttles on the two end cath 
Start to open at a faster rate, and al re 
reach full open at the same point, Old i 
is now plugging a production version 
rigged to open fully at the 34 point F 
Same deal with fuel injection, The 
stock ’57 system is very clever. It give ® 
excellent throttle response on the road ‘i 


fair low-end torque, reasonably conver ¢ 
ient street operation in all kinds 0 
weather, a negligible horsepower maj ) 
gin over carbs, and no fuel starvation. T 
It would probably be superior to all 


: : ‘ es 
carb setup for production racing if onl |, 
for its responsiveness. But for compel'® 


tion in the modified category it woull 4, 
be a poor substitute for the famous 
Hilborn racing injection system. Thi 
meters fuel according to throttle pos ¢ 
tion only, so the air flow restriction ol 
venturis and manifolds is eliminate # | 
It’s not yet suitable for the street, buf ¢ 
it should show a peak horsepower ma § 
gin of seven percent or so over tht 
standard Chev f.i. system in competitio! 
trim. 

Supercharging is another possibilit) 
for the Corvette engine. At presett 
both McCulloch and Latham have kits 
When we get up in this 250-300 bhp 
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i range, the percentage boost given by 




























these units is not the 40 percent claimed, 
put more like 20 percent. This is be- 
cause the air flow capacity and not the 
pressure capacity of a blower is limited; 
the engines keep getting hairier each 
year while the blowers mark time. For 
big stuff like the Cadillac and Chrysler 
engines, the little blowers are gasping 
for air. They will, however, still provide 
a useful boost for the Chev engine. 


EXHAUST 
The stock Chev exhaust manifolds 
can’t compare to streamlinéd headers 
welded out of steel tubing—which actu- 
ally will give a mild extractor effect. 
Several California companies supply 
these headers for Chev passenger cars, 
but, as far as I know, demand for Cor- 
vette units has not yet been sufficient 
to warrant tooling up. Custom installa- 
tions can be had for less than $100, 
however. The popular Hedman kit fits 
the 55 head ports well, but is a trifle 

small for the enlarged 1956 version. 


IGNITION 

Stock Corvette ignition will do an 
adequate job in the usual speed range 
up to 5500-6000 rpm. When breathing 
is substantially improved by the fore- 
going modifications, things get more 
touchy. A hot 30,000-volt coil (Bosch, 
Mallory, D.S.M., etc.) is the first step. 
Then replace the entire ignition system 








s with one of the high-quality custom 


seis like the Spalding “Flamethrower”, 





lity 
sent, 


kits & 


bhp 











§ Mallory ““Magspark”’, or Jackson “Roto- 


Faze”. These are all excellent ignitions, 
and should handle any load or rpm you 


| throw to them. Magnetos are no longer 


considered essential on all-out engines, 
due to the tremendous improvement in 
coil ignitions in the last four years. 


All the above changes will throw 
heavy loadings on the bottom end of 
the Corvette engine, which so far seems 
to be healthy in this department. The 
lively response and revvability of the 
Chev may also be due to the fact that 
its crankshaft, at 47.75 pounds, is the 
lightest in the industry by three pounds. 
The 19.02 ounce rods are also the light- 
est than can be had. This all spells low 
rotational inertia, or less shafting 
weight to be accelerated—like cutting 
down the flywheel. 

With these points and provisos in 
mind, you can jump into the racing 
fracas with a power package that isn’t 
awed by anything with a foreign accent. 
In a light, maneuverable chassis the 
Chev will nibble hungrily at any and 
all opposition, irrespective of price FOB 
Modena. With experimenters now 
working on single-overhead-cam con- 
versions and Bosch injection installa- 












This is the “flathead” of the future, 
men! 


—Roger Huntington, 


Arnolt-Bristol Drivers 


Though I hear occasionally about the big ones — like 


Sonny Lazerevich’s new class E production course 
record at Thompson Raceway — I need your help to 
put together the complete story of the 
Arnolt-Bristol in competition during 1956. 


Send me your 1956 competition records, and I’ll 
be happy to send you a small but attractive 
Arnolt-Bristol memento I picked up recently in 
Italy. Any local newspaper or club magazine 


reports will be much appreciated; too. 


S. H. Arnolt 


ARNOLT CORP. 
Warsaw, Indiana 








tion, the limits are still way out of sight. © 






























Specialists in Service for 

> EASILY BOLTS-ON ¢ b4 Jaguar - MG & Austin-Healey 
: YOUR CHASSIS!... ° Now Specializing in 
7 (See COLLIER’S Sept. 14) - LANCIA 
® Beautiful FIBREGLASS rt 
‘ pres “ shdeusadliniaaadiees USUAL COST! ; FREE : OSSIE & REG 

8 Fi . | INFORMATION e 
© 5495 SPEDSTER ts Ferd, Chew, ap tal sOoe' vn. | aezety s |] 2800 So. Crenshaw, Los Angeles 
$ ALMQUIST ENG. © DEPT. SC2, © MILFORD, PA. $ RE. 2-0470 : 
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THE BAP «+ BSI 
DT CATALOG 


INCLUDES: 
UP-TO-DATE foreign auto parts and tool section 


SPORTS CAR ACCESSORIES, including MG-A, 
Alfa-Romeo Giulietta and M-B 190SL. 


SPECIFICATIONS on all popuiar British engines. 


MAN-HOUR SCHEDULE showing the factory- 
recommended time for most normal repair jobs. 





oncoves 





Send to nearest distributor 


BAP, Ine. 530 Golden Gate, San Fran. 5, Cal. 
BSI, Ine. 7713 Melrose, L. A. 46 Cal. 

4 t Rte BAP, Ine. 605 E Pike, Seattle 22, Wash. 
Service Section containing: BAP, Ine. 47-19 34th Ave., L. I. C., N. Y. 


S.E.1. Co. 219 S. 21st St. Birmingham, Ala. 


Clutch problems and their cure enclose $1 to cover handling & mailing. 


1 
; 5 (Applied to first purchase) 
Brake adjustment techniques : 





List of repair & tune-up books available. 


BAP-BS 


eee 
eit Red * oe ADDRESS 





your best source for 
all foreign car parts. 
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| 
| 
| 
| NAME 
| 
| 
| 
| 





CITY & ZONE 
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CHROME 
VANADIUM 
TOOLS 

for 


FOREIGN 
CARS 








®@ from wrenches to tire irons, everything 
you need for quick adjustments on all 
continental and British cars 

® original equipment on Mercedes, Porsche, 
Volkswagen 

@ metric and Whitworth — all British sizes 
available 

® precision made from toughest chrome 
vanadium steel, drop-forged 








Ask your dealer or write to: 


COLUMBIA MOTOR CORP. 


245 W. 56th St., N. Y.19, N.Y., Circle 6-4844 












Competition Retreading 


Dunlop 
Distributors 
complete 
stock road- 
speeds and 
imported 
tires for all 
sports cars. 





ALL RACING TIRE RETREADS 
are rebuilt to meet rigid special 
racing tire specifications and 
are so identified . . . 





Our Special Compound o 
100% Natural Rubber used 
on all Racing Retreads. 


Gardner Reynolds, Inc. 
Dunlop Distributors for So. Calif. & Ariz. 
4758 E. Olympic, Los Angeles 22, Calif. 

Phone AN 9-0707 














58 


Crosley 


(Continued from page 21) 
The addition of the latter prompted 
Harry into doing away with the four 
pipe exhaust system. A pair of two 
pipe headers were made up and run 
along the lower right hand side of the 
body. These were made with a union 
so that the straight pipes could be 
easily removed and replaced with a 
muffler. If any loss of power resulted 
from the changeover it was not meas- 
ureable. The crackle of the four stacks 
reminiscent of two synched 40 cubic 
inch T-Bird bike engines will always 
be missed by all who know the car. 
(Excluding the competition, of course.) 

Right after the wild ride on the 
Sacramento course, Harry decided to 
rid the car of its last weakness—the 
crash box. He had considered using an 
M.G. TC box, but by pure chance he 
came upon a Meadows box once used 
in a Jowett Jupiter Sport. The ratios 
sounded good to him so he adapted 
the box to the Crosley flywheel hous- 
ing and torque tube. For the first time 
the car was adequately geared. Out on 
the course in °56 the new combo 
proved unbeatable in class and a top 
threat to the big stuff in the unlimited 
events on medium, long, or the short 
twisting circuits. Naturally, with the 
Crosley’s top speed of only 100 mph 
the biggies can haul away on those 
long airport straights. But, they must 
always slow for the turns. Anyone who 
witnessed the Eyerly Special’s perform- 
ance at Pebble Beach in ’56 must 
have noted that only the shortest, 
tightest chicane forces Harry to use his 
binders. He counts on a consistently 
high average lap time and complete re- 
liability to place him in the lead at the 
END of a race. And that strategy has 
earned Eyerly a lot of hardware. 

“The original idea behind the devel- 
opment of the Crosley Hot Shot was 
sound,” says Harry, “they just didn’t 
take it far enough. The engine is noth- 
ing short of amazing.” 

Odd as it may seem to some, the 
wee mill used to power Eyerly’s scarlet 
special is mild compared to its racing 
contemporaries. But, it has always been 
utterly reliable. It has never been 
found necessary to rev to greater than 
7,500 in gears and only on occasion has 
it been pushed past 7,200 in top. The 
greatest surge of power is felt at 5,500 
rpm—that is the level used for coming 
out of turns. This was difficult to do 
with the stock gear box, but not now 
with the close ratioed Jowett. All parts 
in the engine are as of the reconstruc- 
tion in 53, including the K.L.G. F 
100 plugs. 

Asked for a winner’s formula in 
building a_ special, Harry replied, 
“Keep it simple.” 

Peter Sukalac 




















MOUNTS ON WINDSHIELD. DE. | 
TACHABLE FOR HAND USE—_ 
1000 FT. BEAM | 


SPECIFY FLAT OR CURVED WIND.| 
SHIELD, 6 OR 12 VOLT — ? 


vD0 
CLOCKS 


18.00 





EIGHT DAY SPRING WIND FOR: 
VW GLOVE BOX DOOR 
PORSCHE GLOVE BOX DOOR 
VW REAR VIEW MIRROR ARM 


RETRACTO 
SEAT BELTS 


12.95 


Metal To Metal Buckle — 8 Colors 


Competition 
ACCESSORIES 


11704 VENTURA BLVD. 
STUDIO CITY 3, CALIF. 





YOUR HEADQUARTERS FOR PORSCHE 
AND VOLKSWAGEN ACCESSORIES 














MOTOR OIL 
CHOICE OF 


CHAMPIONS 


Engelbert 
TIRES 


FOR STREET 
OR COMPETITION 
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SAAB ..... 


GREAT AMERICAN MOUNTAIN RALLYE 


xk Kw 


Ist Overall 
6th Overall 


xk Kk * 
1st 1500 cc Touring 
x kk * 


Ist 750 cc Touring 
3rd 750 cc Touring 
Ath 750 cc Touring 


xk * 


D. 
? 


















ors FF 


P Ist Factory Team 1500 cc Touring 


xk KK 


Ist Factory Team Overall 





xk*K 


(Subject to F.1.A. confirmation) 





In international competitions in 1956, SAAB automobiles have placed second overall in the Tour of Europe, first 
in the Weisbaden Rally, first, second and fourth in the Viking Rally and first, second and third in the Midnight 
Sun Rally, plus countless outright class and team wins in national and club events. 


SAAB MOTORS, INC. 


130 WEST 57th STREET « NEW YORK 19, N. Y. 






Subsidiary of 


SVENSKA AEROPLAN, AB 


LINKOPING, SWEDEN 














































SECRET CAM © 
installed in STOVEBOLT SPL. 


(Featured in Sept. Issue of Sports Car Iliust’d) 


Revealed As An ISKENDERIAN 
PARABOLIC E-2 REVMASTER CAM 


and ENGINEERED KIT 





You sports car enthusiasts who besieged 
the SCI office for information on the spe- 
cial cam and kit installed in this sensa- 
tional Chevy V8 engine can get not only 
full details on this cam but a complete 
analysis of all speed equipment installed 
in Vic Edelbrock’s famous Chev. V8 TEST 
REPORT. Write direct for FREE brochure. 
COMING SOON 


New SL-300 CAM and Kit~, 


In a recent trial run Ed Iskenderian test 
drove the famous SL-300. Impressed with 
its potentialities, but realizing that low 
speed performance could be improved, he 
purchased a complete engine & car for 
experimental purposes. Look for an an- 
nouncement soon on a new engineered cam 
and kit for this high performing import. 


JUST OFF THE PRESS! Ed Iskender- 
ian’s long awaited book on “Valve 
Timing for Maximum Output.” 68 
pages crammed full of facts, illus- 
trations, and never-before revealed 
secrets. Special section on foreign 
cars. only $1.00 


ED ISKENDERIAN 


6338 Slauson Ave. Culver City. Calif. TE 0-8081 
































RADIATOR 


MUFFS 


Adjustable ®@ 15 Sec. Installation 
Waterproof @ Faster warm-ups 
Full winter-comfort from heater 








MG-TC, TD, TF, Magnette 
MGA 

Jaguar XK120, XK140 
Jaguar Mk VII 

Jaguar 2.4 OC $3.95 ppd. 
Volkswagen Sedan Heavy Gauge 
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Spyder 


(Continued from page 37) 





frequency noise audible in the cockpit. 
The screaming duet of engine and ex- 
haust is carried away behind you. The 
result of these facts is that the Spyder 
taxes the driver very little. While a 
one-hour race can leave a Ferrari driver 
too weak in the legs to walk without 
limping and too weak in the arms to 
pick up his trophy, the Spyder leaves 
him with no more than a reasonable 
sweat. 

For this reason, plus the fact that 
the Spyder is a heavy, solidly-built ma- 
chine, it is difficult to contradict Miles 
when he calls the Spyder the finest 
long-distance race car in the world. 

“A Spyder will go round and round 
a desperately bumpy course like 
Monza,” he says, “and nothing will fall 
off. Meanwhile the lightweight racing 
cars in its class are likely to have 
broken in half. The Spyder is strong. 
For any long race—for Mexico, Rheims, 
Le Mans, Niirburgring—nothing can 
touch it. On courses like these the low 
driver-fatigue and even the high but 
narrow peak-power range pay off. 

“The engine, if you don’t over-rev it, 
is entirely reliable, and seems to have no 
weak points. One of our local drivers, 
John Porter, put 700 racing miles on 
his before opening it up. About all 
we ever do is change plugs, At the last 
Sacramento race it’s true that I threw 
a rod, but this came as no surprise. 
The engine I was using had started out 
in life as an 1100 cc. It did a season of 
racing in Europe, including Niirburg- 
ring and Le Mans. Then it came over 
here and ran at Sebring. After that it 
got a set of 1500 cc barrels and raced 
a season in the east. Then we got it. 
We raised the compression, put the 
valve spring pressure up, and substan- 
tially over-revved the little engine in 
three races. It hadn’t been apart for 
three years and we knew it was due to 
blow any day, but it was running so 
nice and loose that we didn’t want to 
tamper with it. It had a perfect right 
to let go when it did.” 

The Spyder engine is one in which 
everything is adjustable and _ conse- 
quently it’s quite easy to get something 
out of adjustment. But it’s a simple en- 
gine to work on, provided that you 
take care to put it back together as 
original. One of the bugs of the early 
engines was the tendency of the intake 
valves to lose their clearance. This was 
due to hammering of the bronze valve 
seats, now replaced with stainless steel. 
There is an inevitable passion among 













































race-car owners for more and morte eit p 
gine revs, and as soon as One owndipox 
starts over-revving, the others are lik@irc 
ly to, too. The Spyder engine’s revvinfling 
ability can be easily raised by puttigifyl 
shims under the valve springs. The yjtop 
sult is that today most of the frow§jt x 
rank Spyders are being wound 1000 ditota 
1500 rpm over the factory limit. Thiyeco 
imparts to the engine a certain degrlof ¢ 
of fragility that the factory is in ymWh 
way responsible for. he | 

The Spyder’s brakes are nomif§jow 
Porsche assemblies with two leadiyf} he 
shoes and two cylinders at the fro, 
and one trailing, one leading shoe, ani cha 
one cylinder at the rear. Their ser 
action is unusually strong, and learning, 
to use these brakes with the right degrg 
of delicacy is one of the tricks of lean 
ing to drive this car. The brakes af 
always there; there’s never any dou 
about them. However if you lay 
heavy foot on the pedal and jy 
hold it there you'll lock the _brak¢ 
for sure, and this, Ginther feels; 
the most common reason that Spydey 
spin out. The brakes on his q@ 
had used up all the pedal travel q 
Palm Springs, a few days before. Thi 
was the first time, braking hard fro 
125 mph or so, that Ginther had 0 
served any brake fade on a Spydej 
Before we took the car out, its brake | 
were adjusted and when we teste 
them they felt like new. With threg oy, 
races already on them, Ginther fe 
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sure that the linings, which have §), 
tremendous area in relation to the car’ lea 


weight, would be good for another si 
meets of Pomona or Paramount Ranc 
calibre. 
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Spyder is jacked at reinforced point 
riveted to underside of skin. 

In the article on Porsche engines it! 
last June’s SCI we pointed out thal 
for better weight distribution the 51! 
engine in the Spyder is mounted aheat 
of the transmission instead of behing. 
it, as in all other Porsche models. The 
current Spyders use a normal Porsche 
patent four-speed box with synch 
mesh on all gears. A nice feature # 
this transmission is that the ratio? 
each speed can be altered without al 
fecting any of the others, This make, 
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it possible to adjust each ratio in the 
box to suit the requirements of a given 
ircuit—very handy when you're deal- 
ing with an engine with a narrow use- 
ttimmful rev range. Even in standard form 
top gear is indirect and you can equip 
it with any pair of gears that have a 
total of 49 teeth. Miles keeps detailed 
records on the gearing requirements 
of each turn on each course he drives. 
When he’s due to drive there again, 
he checks his notes. If Second was too 
mi jow and Third too high, he can tailor 
din the gearbox to suit the course. This is 
fron, more flexible arrangement than just 
a changing the ring and pinion. 

For such distance events as Mexico 
ingand Le Mans, Spyders have used a 4.43 
ring and pinion and 0.88 top gears giv- 
Qing 125 at 6700 and a race “cruising” 
speed of 135 to 140 mph. This amounts 
toan overdrive, and the normal Fourth 
ratio of 0.96 can then be used for Third. 
The normal Third of 1.23 is used for 
Second, and normal First is retained 
asa starting gear. The new space-frame 
y dens Spyder has a five-speed all-synchro box 
$ GH and 4.85 to one final drive. Ratios are: 
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vel a I: 11/35... 3.18 
Thi II: 15/32... 2.14 
fro III: 19/28... 1.48 
d ob IV: 23/26... 1.13 






py der 
rake 





V: 25/24 ... 0.96 
For some reason it seems logical to 
test pair the Spyder with the 300 SL. Both 
thre are dual-purpose cars, that can be raced 
t {hor toured. Both are engineered with 
ave © boldness and imagination, and both are 
© GF leaders in their sphere. Certainly what 
er the 300 SL is to its fast and elegant 
Rand class the Spyder is to 1500 competition 
machines. Because they cost about as 
much as a basic 300-SL, few Spyders 
lve been bought for touring use 
lone, and cost will probably keep it 
lat way. Their real greatness lies in 
Meir competition potential, which 
iiiey've proved by sitting on top of the 
O00 cc racing world for three years 















ctober’s Palm Springs race, how- 
Mer, in which Bill Drake trounced 
lite Spyders in a 1500 cc Cooper Cli- 
Max, may have been an omen of things 
® come. Super-light Coopers and 
Lotuses are beginning to infiltrate the 
US, and good drivers are getting rides 
inthem. It’s true that they're sprint 
machines and_perhaps would break up 
a long, hard race that wouldn’t 
fue a Spyder. But in the U.S. most 
races are short. Porsche Spyders here 
ue going to have to work hard to 
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al ‘ory will probably work out a few 
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answers, and it’s a cinch that the von 
Neumann stable will find a few of its 
wn. Miles happens to have a new 
Cooper-Porsche, and maybe that’s one 
ofthe answers.—G.B. 
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Jaguar 


(Continued from page 45) 


ing and allowing it to air cool, then 
hammer some more. As each price is 
formed, fit and weld it to the framing. 

Underneath all this, the suspension 
had received a going-over. The rear 
leaf springs were stiffened by adding a 
single leaf to each side, and have been 
shifted outboard of the frame. By re- 
locating the spring pivots, the frame 
has been dropped over the axle some 
five inches. Much of this was done by 
inverting the rear shackles, which would 
angle the springs farther forward and 
increase the roll understeer effect. 

Internally the Jag engine hasn’t 
changed much, at least at the bottom 
end. All the reciprocating parts in the 
engine were balanced, along with the 
clutch and flywheel assembly, by Mer- 
rill in Denver. JE 9 to 1 pistons were 
fitted, at a skirt-to-wall clearance of 
.005 inch, and carry Grant rings. A .020 
inch cut was taken from the cylinder 
head face, to true it up, so the final 
compression ratio is closer to 9.5/1. The 
standard Jag clutch was treated with 
Copsiloy, and the original gearbox was 
retained. 

A lot more took place upstairs, 
though. Some forty hours were spent 
cleaning out and polishing the ports. 
After that, Jay Joyce said, making up 
the exhaust manifold was child’s play. 
Two % inch plates were cut and fitted 
to the front and rear port trios. Twenty 
feet of two-inch exhaust pipe and eight 
two-inch elbows were then bought 
from Sears, and the inner pipe ends 
made to fit the ports by expansion 
with a rectangular wedge. The rest of 
the fabricating was done by guess, and 
by cutting little triangular pieces to 
fill in the gaps. A very straight path 
away from the ports was the happy 
result. 

After abortive experimentation with 
triple Weber and Carter setups, they 
decided to go all-out and bolt on a 
Hilborn injector. An adaptor was ma- 
chined at the back end of the intake 
camshaft to drive the special fuel 
pump. Otherwise the installation was 
by the book, initial tuning being done 
on a chassis dyno. The capacity of this 
was soon exceeded, and the finishing 
touches came after timing over a closed 
course. The .076 metering orifice was 
found suitable, and eight-inch ram 
tubes were fitted. 

The valve department is stock, ex- 
cept for the use of an Iskenderian 
XM-3 cam set. This is a 22-62 grind, 
with 44 degrees of overlap and a .404 

(Continued on page 65) 
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Same FREE Offer 
On MOTOR'S Truck 
Repair Manual 
Covers EVERY job on 
EVERY popular make 
gasoline and Diesel 
truck made from 1946 
thru ‘SS. ——— 
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\ 1, 
QUICKLY-- EASILY--RIGHT! 


rome STEERING Chan 


OnsTmeuTOR 


Gyrrese you had 
an automobile 
factory engineer 
standing right be- 
Side you, guiding 
your hands through 
every step of even 
the toughest car re- 
air jobs! Think 
ow you would ‘whiz 
through” every job! No 
wonder 2,000,000 MO- 
TOR’S Auto Manuals 
have been sold. No 
wonder so many thou- 
sands of beginners 
and expert mechanics 
alike use this guide. 
It shows you, in step- 
by-step words and pic- 
tures, how to fix ANY 
part of ANY car, 1946 
through 1956! 


No guesswork! MO- 
TOR’S Manual leads 
you through entire 
job with easy step-by- 
step directions, clear 
‘“*how-to’’ pictures. 
You CAN’T go wrong. 


1000 Big 
ILLUSTRATED Pages 


NEW, REVISED, EN- 
LARGED Edition con- 
tains the ‘‘meat’’ from 
over 160 OFFICIAL 
shop manuals simplified 
for YOU in over 1,000 
big pages. 23,436 es- 
sential specifications. 
2,900 ‘‘this-is-how’’ 
pictures. 225,000 ser- 
vice and repair facts. 
Leads beginners every 
step of the way. Time- 
saving factory repair 
procedures for experts. 
Used by U.S. ‘Arm 
and Navy. - 


Try Book FREE 


SEND NO MONEY! 
Unless delighted, re- 
turn in 7 days 





and pay nothing. Mail coupon to: MOTOR Book Dept., 


Desk 822. 250 W. 55th St., N. ¥. C. 19. 
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MOTOR BOOK DEPT. 


Desk 822, 250 W. 55th St., New York 19, N. Y. 
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MOTOR’S New AUTO REPAIR MANUAL. If O.K., 
oO I will remit $2 in 7 days; $2 —— for 2 
months and a final payment of 95c (plus 35 
livery charges) one month after that. 
stpaid in 7 days. 
price, remit $9 cash with order.) 
MOTOR'S New TRUCK REPAIR MANUAL. If O.K., 
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th: lu Se delive cha w inal pay- 
ment. Other * Sook postpaid in 7 


days. (Foreign price, remit $10 cash with order.) 
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SPORTS CARS ILLUSTRATED 


FEBRUARY ’57 





LOCKED AXLE PERFORMANCE 
... yet it DIFFERENTIATES! 


s"e% 
6) Tato 


Balanced Traction 
Differential 





®@ Maximum Traction At Both Rear 
Wheels 

© Eliminates Useless Wheel Spin 

© Increases Acceleration, Speed 

© Faster Corner, Better Braking 
Interchanges with stock differential case — 
Simple Installation — T’Bird, Corvette, Jag, 
Ford, Merc, Chev, Plym, Hudson, Kaiser- 


Frazer, F-100, others. Priced at $99.50 plus 
taxes. 


‘*Specials’‘ also available. 
Write for Free Literature — state ratio, 
make, model, and year. 

LYETH ENGINEERING CO. 


P.O. Box 3841, Dept. S., Detroit 5, Mich. 
12859 E. Eight Mile Road 

















TAILORED SEAT COVERS 
FOR IMPORTED CARS 


Washable, Snug-fitting Terry Corduroy 
VW Front seats (2) ...... $ 9.95 $12.95 
WW Backseat, <....252.5.... 9.95 T2295 
POPES 9 cose actecre LIS 14.95 
Karmann Ghia ................ 11.95 14.95 
MGA MGID-TF .............. 9.95 12.95 
TOVUINO TRE. so ccccc608e. .cccsus 9.95 12.95 
Austin Healey ................ 9.95 12:95 


Jag: -SKV2Z0A40  j5 :.:-..... 11.95 
Mercedes 190SL 


Solid colors: SILVER, 
CHARCOAL, RED, 
BLUE, TOAST. 
Stripes in a wide 
variety, send for 
free samples. Order 
by mail and save; 


postpaid if remit- 
tance accompanies 
order. Calif. resi- 





dents add 4% sales 
tax. 

EDITH’S 

Terry COVERS 
Box 1221 
Bakersfield, Calif. 








Device! 


Automotive Indoor -Outdoor Air 


Thermometer 


w@ Accurately indicates inside and outside 
air temperatures. Automatic warning light 
alerts you of ice conditions on the road. 
Easy installation in any make of car. 
TH-311-6V (For 6-Volt Systems) $9.95 
TH-311-12V (For 12-Volt Systems) $9.95 
Write For Booklet * Dealer Inquiries Invited 
FISHER PRODUCTS, 21-25 44th DR., L.1.C., N.Y. 
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ponents. The chairman, Mr. A, G. B. 
Owen (formerly chairman of BRM) 
heads some 40 companies which make 
up Rubery Owen & Company. One of 
these is the Owen Racing Organization 
at Bourne, Lincolnshire, which ab- 
sorbed the BRM and is now building 
and racing the ORO, or “new” BRM. 

Through all of the strife and trouble 
which riddled the Trust, two men 
emerged with clean hands and a burn- 
ing desire to see an all-British G. P. 
contender. These two are Raymond 
Mays, the old-time enthusiast with a 
dream, and Peter Berthon, an engineer 
with patience and the desire to make 
machines GO! Careful to avoid thé 
complications which arose with the old 
car, they gathered the personnel of the 
Owen Organization around them, and 
retired to the confines of guarded ex- 
perimental shops to design and devel- 
op a completely new machine. 

After months of secret experimenta- 
tion, the car was presented to the Press 
and then placed into the road develop- 
ment stage at Oulton Park and Silver- 
tone during the winter season, where 
the cars could be tested without public 
observation; it was during one of these 
winter runs that I was privileged to 
observe and photograph the new BRM 
as a guest of driver, Stirling Moss. He, 
Peter Collins, and Ron Flockhart were 
asked to run the car at speed to test 
the handling and suspension charac- 
teristics. 

The new machine is, without a 
doubt, one of the finest looking G. P. 
cars ever built. Surprisingly small and 
compact, it has a profile like no other 
car, embodying exciting lines which 
are more European than British. The 
finish is perfect to the smallest detail, 
and whether on the track or at rest it 
looks light, strong, extremely low and 
very fast. 

A 21% litre (2,490 cc) unsupercharged 
four-banger powers the little wagon, 
and is in direct contrast to the compli- 
cated V-16 of the previous machine. 
Peter Berthon, remembering how difh- 
cult it had been to develop the V-16 
without extensive facilities, came up 
with a straight-forward engine, designed 
for simplicity and low cost. 

This conventional layout has twin 
overhead camshafts, driven by a train 
of gears from the rear of the four- 
bearing crankshaft. The shafts operate 
two valves per cylinder in a _ hemi- 
spherical head, each valve having two 
hairpin-type springs facing fore and 
aft. Each cylinder has two plugs (an 


experiment was made using _ thre 
plugs), and at present two double 
choke Weber type 58DCOA3 racing 
carburetors are fed directly by aj 
ducted from the central section of the 
nose intake. This intake is divided intp 
three sections, the two on either sid 
cooling the water, while the lower par 
of the center section is directed onto 
the twin Lucas Magnetos mounted ip 
front of the cylinder block. 

Oil and water pumps are driven 
from the front, water being the heat. 
exchanging medium for cooling th 
oil. The car uses a spectacularly tuned { 
exhaust system, in which four separate 
pipes eventually blend into an enor. 
mous tailpipe. The engine is mounted 
rigidly into the chassis, transmitting 
considerable vibration throughout the 
car. 


After two trials at Oulton Park, ; 
2.76 mile road-type circuit, Stirling 
Moss described the car as “fantastically 
fast”, and proceeded to break his own 
lap record (set with his G. P. Maser 
ati) by turning a lap at | minute and 
52.3 seconds. When he had tried the 
car, it was suffering from lack of weight 
on the front wheels, making it “snake” 
badly when accelerating out of turns 
He remarked at the time that the BRM 
would be a world beater if this weight 
distribution fault were corrected, and 
that even the 1955 G. P. Mercedes per 
formance could be eclipsed when the 
BRM is “ready”. 

During its first shakedown season, 
the BRM was piloted by Mike Haw- 
thorn, Tony Brooks, and Ron Flock 
hart. It was purely a season of test, 
during which the car suffered from 
minor, frustrating faults, but showed 
a fantastic potential—a potential whid 
at times frightened the European com: 
petition with displays of blazing: speed. 

At Monaco the cars were withdrawn 
the day before the race because of 
stretched valves. Valve trouble dogged 
the car and sidelined the machines for 
two months. At Goodwood, Hawthorn 
crashed with a seized halfshaft inner 
universal joint. During the running of 
the Aintree International “200”, Haw- 
thorn qualified for the front row, and 
was off the grid and into the first tum 
far ahead of the pack. 

Berthon’s design group have spun 
themselves into a vicious circle ove! 
these valves. To begin with they havea 
bore and stroke of 4.05 by 2.96 inches, 
giving a piston area the equal of the 
GP Maserati, which itself is good fora 
six. This huge bore allows intake valves 
around 214 inches in diameter. If made 
solid these would be very heavy ané 
hard for the springs to control (for this 
reason Tressillian’s first layouts pro 
vided 16 valves) , so the stems and heads 
were made hollow and sealed at the 
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head by a welded-in washer. 








At high revs the weight of that big 
head has fractured some of these welds, 
and this has been mildly described as 
“stretching”. Since they’re at the end of 
their string on valve spring pressures, 
the designers have had to accept a lower 
valve bounce speed as a result of a 
heavier solid valve design. This is a 
stopgap, but prevents the use of the 
high revs that were foreseen when the 
short-stroke engine was planned. Again, 
modern fabricating methods seem to be 
falling behind the BRM concept. 

Later, while leading, the brake fluid 
boiled, sending Mike bouncing across 
the fields brakeless. With three-quarters 
of the race gone, Brooks led the field 
by 25 seconds, and shortly set the lap 
record for the day. He also encoun- 
tered brake failure, but continued on 
the gears to take second place. At the 
British Grand Prix at Silverstone, Haw- 
thorn qualified for the first row, with 
Brooks slightly behind; both out-accel- 
erated all their rivals. 

Loss of grease in the transmission 
brought Mike into the pits, while 
Brooks carried the BRM colors. A nasty 
moment when the throttle stuck open, 
however, caused Brooks to go end over 
end, with the car bursting into flames. 
Tony was thrown out of the flying car 
without serious injury, but the BRM 
was destroyed by the fire. 

Ron Flockhart had withdrawn early, 
with engine failure. During the VIIIth 
International “Daily Express” Trophy 
Meeting, Hawthorn led the first 13 
laps with little opposition, establishing 
anew lap record of one minute and 
44 seconds (Silverstone), or 101.32 
mph. However, during the fateful 13th 
lap Mike’s machine stripped its timing 
drive, leaving him stranded. The team 
retired from the remaining events to 
retrench and plan for ’57. Extensive 
tests at Monza have already been car- 
tied out. 

Although some bitter criticism has 
been raised about the performance of 
the new BRM racing machine and its 
fitful baptism, most British experts 
agree that the breakdowns encountered 
were to be expected of a new car, and 
that basically the car shows promise of 
agreat 1957 season. The Owen Racing 
Organization is, so far as possible, a 
practical business; if this were not so, 
the parent company would . have 
Wapped it up for disposal long ago. 

At a time when German and Italian 
industry is challenging British indus- 
ty as a whole, using their overwhelm- 
ing dominance of the auto racing 
business as‘a major springboard to sell 
quality and endurance through com- 
petition wins, a successful British 
Grand Prix machine is sorely needed. 
Several are very close; the BRM looks 


good enough to win. 
Bob Rolofson 














SCOTTOP for JAGS 


| minute on or off 

Weighs only 20 pounds 

Stainless steel fasteners 

No holes to drill 

Fits XK-120 and XK-140 roadsters 


Colored plastic foam headlining 
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@ Jaguar colors available 
@ Regular side curtains fit 

@ 10 days delivery 

@ $175.00 F.0.B. San Diego 
® Send check or money order 
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Specify color of top and headliner 


P.S. We have SCOTTOPS for Cor- 
vettes and MG’s too. Write for photos. 


SCOTT MANUFACTURING CO. 


485 NO. RALEIGH ST. 
EL CAJON, CALIF. 

















SWANSON SHOCK 
ABSORBERS 


on 90 % of all Indianapolis Cars 
Special shocks available for 
stock cars—Sports cars 
midgets—dragsters 
JAGUAR OWNERS 
Eliminate steering wheel 
shock and bottoming of 
springs on gear changes. 
A. J. SWANSON CO. 
1526 N. Ivar, Hollywood, Calif. 
Phone: Hollywood 5-2612 








Featuring this month's 
S.C.1. cover of thee D&C 
Jags in a set with two other 
35mm color slides of sports 
cars and drivers. The three 
outstanding sets now avail- 
able are priced at only 
$1.00 per set ppd. 

SET | 


COLOR 
SLIDES 


Pollack, H.W.M. (S.C.1. 
cover) 

Hill, 3.5 Ferrari (R&T 
cover) 

3.5 Ferrari (Dec. R&T) 

SET 2. 


J. McAfee. Porsche 550 
E. McAfee, OSCA LeMans 
Mercedes 190 (R&T cover) 
SET 3. 
“rT & “OC” tae (EC 
cover) ° 
Bill Murphy, Kurtis Buick 
Lotus Mark X1 
CARLYLE BLACKWELL STUDIO 
2110 Laurel Canyon Bivd., Los Angeles 46, Calif. 
































INTERESTED? 


in learning about new cars 
that get over 35 mpg? In 


how to cut your transportation costs in half? If saving a buck is important 
to you then you must get this BRAND NEW BOOK 


Economy Car Blitz > by Joe H. Wherry $3.50 


Foreword by David R. Allen, Editor SPORTS CAR 


The inside story of why 200,000 of these inexpensive 








sports and passenger cars have invaded the U.S. makes 
mighty interesting reading. Contains road tests and statis- 
tics on 25 vehicles costing less than $2,000. Over 125 
diagrams and photographs make this book a must for auto 
enthusiasts, the ideal gift for yourself, or a mechanically 
minded teen-ager. 

Order through your bookstore or use coupon to order from 
the publisher. 


To: Associated Booksellers, Westport, Conn. 
Please send me 
@ $3.50 each. 
_Remittance enclosed (copies will be sent postpaid) 
—_____Send C.O.D. (I will pay postman at the rate of 
$3.50 plus postage and C.O.D. charges) 

Money refunded if not fully satisfied. 

OO ee 
STREET___ 


CITY & STATE_ 


. copies of ECONOMY CAR BLITZ 
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to the 


Light Cars 
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10¢ 


BRINGS YOU 
“BUYERS’ GUIDE TO 
THE LIGHT CARS” 


Originally published in SPORTS 


CARS ILLUSTRATED, this 
exhaustive 14-page special survey 
covers everything from the Italian 
Alfa to the Swedish Volvo is the 
most complete buying guide to light 
cars ever written. 

In preparing this report, SCI’s 
experts personally inspected and 
drove just about every light car on 
the market. The result is an accurate 
buying guide—one that will save you 
time and money .. . will help you 
choose the right car for your needs. 

It’s yours for only 10¢. Send for 
your copy of the BUYERS’ GUIDE 
TO THE LIGHT CARS today. 


SPORTS CARS ILLUSTRATED, 
Dept. 1016, 
366 Madison Ave., New York 17, N. Y. 


Here’s my 10¢. Please send mea copy of ‘“‘BUYERS’ 
GUIDE TO THE LIGHT CARS.”’ 


Name 





Address 





a 











DON’T GET CAUGHT with your 
RESERVE DOWN, install a 
RESERVE REMINDER 
on your V-W now. 
$3.95 complete 


Kit includes light switch and -directions 


15 Minute Installation © Money-Back Guarantee 
At Your Dealers or Order Direct 


AUTOHAUS ACCESSORIES 
P. O. BOX 41, MADISON 1, WISC. 














PIT STOP 
See page 10 


64 





Austin-Healey 


(Continued from page 43) 
have been developed. Its inserted ribs 
aren't too sightly, but they absolutely 
prohibit flapping in the breeze. 

The 100-6 is a worthwhile step for- 
ward in power and passenger space, but 
some mild sacrifices have had to be 
made. Wheelbase has been stretched 
two inches, and the battery has been 
moved to the shrinking trank to make 
up for the forward weight shift of the 
engine.’ The spare tire has also been 
relocated to the rear. 

Basic handling character is the same 
as the ’56, with a moderate degree of 
understeer and an easily-induced but 
fully-controllable rear end breakaway. 
Speed of the steering is adequate, and 
it has just the right amount of road feel. 
and reaction with a mild caster action. 
Increased weight has caused it to feel 
heavier at low and parking speeds, while 
there’s a shade of play in the straight- 
ahead position. On the open road the 
Healey is stable and gust-resistant right 
up to the easily-reached 100 mph mark. 

The 100-6 rear axle is solid and heavy, 
and you know it's there on a tight, 
bumpy corner. Proper adjustment of 
tire pressures can reduce rear-end skit- 
tering, though tire noise is simulta- 
neously increased. We found 23 pounds 
in front and 25 in the rear to be a good 
combination, after trying everything 
from 18 to 30. For competition work 
on smoother roads, 30 and up would 
of course be needed. This Healey had 
the optional new Dunlop Roadspeeds, 
with rounded and siped treads. Know- 
ing the wet-weather reputation of the 
older Roadspeeds, we threw the car 
around on everything from damp con- 
crete to drenched bricks. On the latter 
we could apply full bore at 20 mph in 
first gear without breaking loose, and 
there was absolutely no loss of control- 
ability in all kinds of corners, The new 
Dunlops are excellent. 

Riding qualities of the Healey are 
good, and the already satisfactory re- 
sistance to pitching has been increased 
by the new length and mass distribu- 
tion. You feel most of the small bumps 
and ripples, though. They’re damped 
out somewhat -by the seats, which are 
well-cushioned underneath and firm in 
the back. Support for the small of the 
back is moderate, while the shoulders 
tend to be above the bucketed area. The 
seat backs pivot forward for access to 
the rear compartment, and are flexible 
as a result. 

External door handles are a new con- 
venience, and the doors are two inches 
wider to improve the entry condition. 
Getting in and out is still awkward with 





the top up, though. Leg room is fine, 
with a wide range of seat adjustment, 
Elbow and arm action space is also very 
good, even with the side curtains jin, inch 
and the adjustable steering wheel is q high 
big help. The same can’t be said for} the 

the headroom, which without seat belts speci 
or crash helmet is adequate only for } the I 
those five feet, ten inches tall or less | put ; 
To top it off (literally) there’s a top f of o 
bow right above the driver’s head. The } share 
nice flat roofline is very attractive, to f of .3! 
be sure, but the car is uninhabitable Ig1 


for a six-footer. ; ; with 
The pedals are good-sized and easy to } ang 


hit, though the accelerator pad and the J york 
brake are so far apart that heel-and- J ihe | 
toeing is for contortionists only. Small} x 6¢ 
switches on the dash are handy and Jack 
positive in action except for the wind-} jet 
shield washer, which looks and is an} and | 
afterthought. Instrumentation marking } yon 
has been switched to black numerals on ity it 
silver, and is still readable both by day quer 
and night. Stray light under the dash} Qy 
can be scooped up for map reading. Onf jhrea 
the passenger’s side of the driveshaft ump! 
hump, the handbrake is out of the way § hour: 
when released and easy to apply. Since § no & 
side curtains are still used, there’s a lot spent 
of storage space in the doors, plus the§ syita 
package shelf under the dash and the up re 
new “back seat”. The trunk isn’t wha Th 
it once was, but it can still hold a suit by ne 
case and a half. The battery and sparef in we 
are sturdily battened down, and there's}, litt 
a compartment at the back for the very} jeast 
extensive tool kit. At last the fuel filler jagu 
has been moved out of the trunk, tof passir 
a spot high on the rear deck. electe 
Brakes are unchanged for 57, follow: engir 
ing an enlargement in last year’s cars.} full-s| 
They’re fine for fast touring, once you J rated 
get used to the high pedal pressure} neare 
required, and they returned some very the J 
good deceleration figures. ‘These tapered f keep 
off at the end of ten stops but came} they 
back quickly. They were always smooth in ca 
and well-balanced. fitted 
Following earlier Austin policy with }gas 
this model, the 100-6 will be retailed in} vhile 
this country fully equipped, the pric} No 
of $3095 at port of entry including such J Walt 
normal extras as overdrive, heater and} valk 
defroster, wire wheels and _ tonneallf most 
cover. This is up $110 from last yeat.feenth 
which is very reasonable for the wide} "Wor 
spread improvements offered. It's no whic! 
secret, though, that a non-overdrive j need: 
disc-wheeled version is contemplated. the L 
for English consumption at least. Thi hingk 
would have a different rear end ratiof born 
and a significantly lower first cost, bulf In 
there are no plans to bring it over here your 
in the near future. The familiar Defam 
Luxe version is just that: a thoughtful squee 
outfitted 214 seater with a smoothly ut like 
obtrusive way of outrunning most other the b 
cars in its class. Refinement is the key*is 
word for ’57, in both mechanics andgtew | 
accommodations. 








—Karl Ludvigse 
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(Continued from page 61) 


inch lift. It’s strictly for medium and 
high rpm work, and was also used in 
the Pikes-Peak-winning Jag-engined 
special. More go low down is given by 
the Isky XM-2, which has the same lift 
but a 17-57 timing, giving 34 degrees 
of overlap. Mildest is the X-5, which 
shares the XM-2 timing but has a lift 
of 390 inch. 

Ignition is by Mallory MagSpark, 
with a static advance of eight degrees, 
and Lodge R47 plugs do the dirty 
work. All these changes have pushed 
the horsepower close to the 260 mark, 
at 6000 rpm. The resulting bear, with 
Jack at the wheel, has been a consis- 
teftt class winner in its maiden races 
and has been beaten overall by Ferrari 
Monzas only. Just to prove its versatil- 
ity it was top eliminator at the Albu- 
querque drags. 

Out of the pocket this competition 
threat cost less than a new TR-3 Tri- 
umph, but add in over a thousand 
hours donated by Jack and Jay. There’s 
no doubt about those hours being well- 
spent, since they've shown again how 
suitable the Jag is for the regular hop- 
up route. 

The same conclusion has been reached 
byno less an organization than Momo’s, 
inWoodside, New York. Alfred wanted 
a little more low-speed punch for at 
least one of his team of Cunningham- 
Jaguars, which were. proving embar- 
rassingly sluggish on short courses. He 
elected to bore one Production D-Type 
engine out .170 inch, and fit domed, 
fullskirted JE pistons. This set was 
rted at 10 to 1, but checked out at 
uarer 9.8 to 1, For this application 
the Iskky XM-2 cam set was chosen, to 
keep a wide range of useful revs, and 
they have a brace of XM-3’s handy just 
incase. The 45 mm. Weber carbs are 
fitted with 36 mm. venturis, which keep 
gas velocity and compensation high 
while choking top-end power slightly. 

Nowadays when Johnny Fitch or 
Walt Hansgen tromps on it, this D can 
walk away from its close relatives, plus 
most of the opposition. They have re- 
ently clamped the big-valved 35-40 
works” head on this expanded block, 
vhich may be even more what it 
needs. While hoping and waiting for 
the Lucas rig from England, the Cun- 
tingham crew is also trying out Hil- 
torn injection. 

In other words, whether you build 
jour D-Type or buy it, the Jag twin- 
am six is just yearning for you to 
queeze out that extra little bit. If you 
like inches there are 210 of them in 
he big engine, while the short-stroke 
‘4is meat for the rev-mongers. They’ re 
tw blood for all types of U.S. racing 
fom Bonneville to Sebring. 

— Eric Nielssen 





LICENSE PLATE HOLDERS Custom Contoured to Fit Your Bumper 
NO HOLES TO™DRILL © HANDSOME BAKED BLACK FINISH * CONCOURS QUALITY « TO 


FIT MG - HEALEY - TR - 


PORSCHE - SIMCA 


- JAGUAR - MERCEDES - T-BIRD 


VW - and other Sports Cars. 
When Ordering State Make, Model and Year 


OFFICES & SHOWROOM 
10305 Santa Monica Blvd. 
West Los Angeles 25 
California 


Vilem B. Haan 
CRestview 1-3775 


FOREIGN CAR ACCESSORIES 


MAILING ADDRESS 
Post Office Box 54 
Beverly Hills 





California 








Hold on tight! its a 
pleasure with these 
imported ventilated 
beauties. Sizes 81/2-9- 
942-10. 


$7.50 postpaid 
H. C. BARNES CO. 


175 Morgan Street 
Rockford, Ill. 

















RALLY EQUIPMENT 
legible 6” 
prin binary-type computer 
for Sports-Car Rallyes, $7.50, 
in handsome glove-leather case, 


new accurate, 


$8.50. 


Stop Watch Holders: One piece 
black anodized aluminum, 
$1.95. California add sales tax. 


Write us today. 
STEVENS ENGINEERING CO. (Dept. $) 
2421 Military Ave., W. Los Angeles 64, Calif. 














ALUMINUM BODY 
FABRICATION AND REPAIR 


Sports Car & Race Car Bodies 
DESIGN & FABRICATION 


—— SCOTT CUSTOM METAL SHAPING 


1520 N. Ivar, re ir Calif. 
HOltywood 2-0372 








These specially designed driving shoes of sup- 
ple black leather have steel plates between the 
ball of the foot and the double sole in order to 
distribute the pressure from the foot pedals over 
a larger area, thus preventing undue fatigue. A 
layer of sponge rubber between the soles cushions 
the heel when walking. The outer sole is con- 
finved up the heel of the shoe, forming the count- 
er and taking the wear that comes from driving. 
Its flat shape also holds the foot in the correct 
position for pedal operation. The shoes, which 
come in a plastic drawstring bag, are extremely 
light weight (18 oz. a pair) and exceptionally 
comfortable ~for long driving. Guaranteed to fit 
and to satisfy or your money cheerfully refunded. 
$12.95 ppd in the U.S. Calif. add 4% tax. 


AUTOSHOES 
eBox 34639, Dept. A2 LoS ANGELES, CAL. 
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“Mitchman, you just gotta get motor mounts”! 


kohler. 
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Manhattan Auto is one of 


AMERICA’S LARGEST 
IMPORTED CAR DEALERS 


KENCELUSIVE direct factory dealer in National 
Ee \ustin Healey, Austin, MG, 
orms Minor \lso direct factory 
"OW \lf Rkomeo. Mercedes 
uar Hill man and Sunbeam 


AVANT GRTNN AUTO, inc. 
Sales—Service—Parts since 1914 
7th at R sts. N. W., Wash., D. C. 


Branch Showrooms: Alex., Va. & Fairfax, Va. 








SPORTS CARS ILLUSTRATED 


RATE: 25¢ per word. Minimum 10 words. May 
issue closes Febraury 11th. Send order and 
remittance to: SPORTS Ics — ED, 
366 Madison Avenue, N. Y. 





FOR ry 


BUILD Your Own Supercharger — Complete 
plans and instructions, $1.00. Alanne Products, 
Box 135, Watertown 2, Conn. 


MAGNIFICENT full color prints. World Fa- 
mous Sports Cars, 6 large 12x14” suitable for 
framing, value over $12, only $1.50 postpaid. 
Borden Publishing Company, 3077 Wabash 
Ave., Los Angeles 63, California. 


1948 MG-TC. Completely rebuilt and recondi- 
tioned to concours—readiness. $2,500.00. Will 
consider TD or TF in trade. Dave Gronik, 4729 
N. Larkin Street, Milwaukee, Wisconsin. 


THE Sporting Motorist’s Agency offers: Alfa 
Romeo 1750 s.c. Castagna roadster, fine condi- 
tion, $2400. Alfa Romeo 1750 s.c. Zagato road- 
ster, with spare engine. Alfa Romeo 1500 s.o.h.c. 
Gran Tourismo, 1930, real bargain. Bugatti, Type 
44, roadster, good ‘condition, $1495. Bugatti, 
Type 23 Brescia 1500 c.c. tourer. Classic sports- 
car wanted, any condition. Write for listings of 
fine, unusual cars and import possibilities. Photos 
50¢. Dante 750 Competition Specials. Box 333, 
Ann Arbor, Michigan. 


NEW Fiat TV 1100 Hardtop. Pinin Farina 
coachwork. Elegantly finished, 50 HP, 14” white- 
walls, heater, undercoated, 1650 pounds, $3295.00 
at any port or from stock in Seattle. Sole dis- 
tributor H. Delaloye 814-Lakeside South, Seattle, 
Washington. 


TD Owners Philippine | Mahogany Dash Board 
Easily Installed Marine Varnish Finish, $7.50. 
Owens Products, Box 7344, Corpus Christi, Tex. 
JAGUAR “C” TYPE—Reportedly fastest in 
country. Class CM record holder 1956 Mt. Equi- 
nox, Vt. Nat’l. Hill Climb. Completely new 
engine August 1956. 3 Webers, .090 bore, approx. 
240-250 H.P., Hi-Torque rear-end, new red 
paint September, 1956, 9 magnesium W.W.., tires 
good, ready to race. Herb Hoefler, Stanton Road, 
Cohasset, Massachusetts. 

PEN & Ink Sketches—your favorite sports cars. 
Suitable for framing—choice of MG-TC, TD&A, 
TR-3, XK140, 300SL, AH100S, Porsche Coupe. 
Set of any four prints—$3.50—No C.O.D.’s. 
W-K Productions, 10-A West Grace Street, Rich- 
mond, Virginia. 


AUTOMOTIVE EQUIPMENT 
THE Truth about Speed-Power-Mileage Equip- 


ment. Free Catalog. Write! Almquist Engineer- 
ing, Milford SC2, Pennsylvania. 


SPORTS CAR BODIES 


FIBERGLAS Sports Bodies — Easily bolts on 
Crosley, Fiat, etc. — $295. Jaguar, Ford, Chev, 
eic. — $495. Free Brochure. Almquist Engineer- 
ing, Milford SC4, Pennsylvania. 


MISCELLANEOUS 


FREE. Complete illustrated catalog, Leather- 
craft kits, supplies. Also big Metalcraft catalog. 
Write now for either or both. J. C. Larson Co. 
Dept. 6754C, 820 S. Tripp, Chicago 24. 


BINOCULARS repaired, all makes and models. 
Authorized Bausch & Lomb, Zeiss, Hensoldt. 
and Bushnell dealer. Tele-Optics, 5514 Lawrence. 
Chicago 30, Hlinois. 


NOW Dismantling — All types foreign cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF 
Alvis, Anglia, Austin, Healey, Counsul, Hillman. 
Jowett, Morris, Renault, Rover, Singer, Sun- 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman Way Auto Wreckers, 12643 
Sherman Way, No. Hollywood, Calif. Po-50360, 
St. 78479. 

RENT a Sports Car in Miami! Sports Car Center, 
1800 W. Flagler, Phone FRanklin 3-9443. 

FLY chartered airliner round trip New York- 


Sebring to 12-hour .:sports car race March 23. 
Details Box 509, Ridgewood 3, N. J. 
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Formula II 


(Continued from page 49) 


and has a Chrysler-like valve gear ar- 
rangement. It’s held back now by a 
primitive induction system, and could 
be loosened up considerably. The 
French Constantin sports. car used simi- 
lar engines at Le Mans, usually with 
a_ blower. 

One way or another, the renowned 
name of Porsche has been among the 
top in Class F since the war, and has 
greatly boosted German prestige. Their 
original VW-based pushrod engine was 
developed to a reliable 85 horses for 
certain Le Mans and Mexico cars, and 
could probably be super-tuned to 100 
bhp for shorter-distance events. SCI has 
discussed both this plant and the fabu- 
lous four-cam 1500 RS engine in the 
past (June, 1956), and the latter 
should be a very hot base for an F.II 
car. Perhaps it’s fortunate for special 
builders that the Porsche factory feels 
now that sports car racing is more im- 
portant to them commercially than the 
new Formula. We'll just have to find a 
wrecked Spyder somewhere. 

The Porsches have often led, but oc- 
casional rapid Borgwards have never 
been far behind. Production engines 
from Bremen have a nice overhead 
valve arrangement and downdraft in- 
take ports, and even in touring TS 
form they deliver 75 bhp. They’ve had 
a lot of experience with Bosch injec- 
tion, and their bristling 16-valve racing 
engine (SCI, November, 1956) uses this 
and a lot of other know-how. It could 
be dynamite now, and hasn’t reached 
the end of its development string. 

Another high-altitude threat is the 
East German AWE. It carries a very 
workmanlike twin-cam mill which 
equals the top-end output of the hot- 
test 114 liter sports cars, and does it 
with complete reliability. It is peren- 
nially rumored to appear with desmo- 
dromic valves and fuel injection, which 
would be the final touch. 

There’s also a pair of rocker-box 
fours from Germany, the Ford Taunus 
and the Opel, which are encountered 
now and then in this country. Neither 
is sensational, but they are both well 
over-square and would be responsive to 
MG type modification. 

Often referred to as a cross between 
Volkswagen and Porsche, the Austrian 
WD or Denzel automobile has become 
respected in the post-war rally world 
and is now available as a 1500 cc com- 
petition machine. Denzel parts can do 
a lot for the VW engine, and might 
make it a respectable racing unit. 

Still in the squarehead section is the 
Volvo PV444 powerplant, which is 
strongly reminiscent of the XPEG MG. 


PRINTED IN U.S.A. 





The 70 horse sports version has beg 


doing wonders in its sedan, and wi} 


the five-speed gearbox, now availabj 


in limited numbers, it would be a yt 


able package. 
There’s no. scarcity of good racing 
engines from Italy, but the range ¢ 


production plants can be indicated jy} 


one word: Fiat. And the closest 7/ come 
is the 1400 model. In spite of a miser) 
1395 cc displacement, this has a pistoy 
area the equal of ‘any stock 1500 engine 
Boring and stroking would bring j 
into range with the rest, and there's, 
lot of Siata and Nardi hop-up equip. 
ment available for it. 

Perhaps by this time the vyearol 
11% liter Alfa Giulietta prototype will 
have reached the production line, and 
if so it should be a fine basis for , 
home-built Formula I] car. It woul 
be by far the cheapest twin-cam engin 
for the job, and it might even be worth 
working over a 1300. 

With the classic Maserati bore an¢ 
stroke dimensions, the 1500 cc Osc, 
sports car has been a giant-killer sing 
it was introduced. Its engine is noy 
dead-reliable and broad-ranged, and i 
a cinch for F.11. Here too, desmodromi 
valves have been planned for som 
time. 

Jean Behra put the 150 S Maserati 
in the limelight at the Nirburgring 
but since then the brilliance seems to 
have dimmed slightly. The trouble ap- 
pears to be with the car and not with 
the engine, though, and power is plev- 
tiful at the top end. If raced by the 
factory, this will be among the one 
to beat. 

As usual Enzo Ferrari has taken con- 
crete steps to exploit this formula, and 
his new V-6 with staggered bores and @ 
three-bearing crank has already beet 
run on Modena Airdrome. The current 
claim for this engine is 170 horses at 
6000 rpm, which puts ‘t in a class by 
itself. This is a better specific output 
than he’s ever reached with fuel in the 
Lancia-Ferrari GP cars, so it may be 
taken with some reservation. He’s also 
planning a four-barrel, and huddling 
in the shadows there’s the formidable 
Colombo V-12 that formed a_ nucleus 
for post-war Ferrari racing cars. 

Right in our own back yard, Meyer 
and Drake are well along on develop- 
ment of the 91-inch Offy (SCI, Octo- 
ber, 1956) , and plans are under way (0 
build a team of cars around it. The 
latest version, with revisions in the top 
end and the crankshaft thrust surfaces 
has been on the dyno for some time now 
running with strictly 100 octane. All 
combinations are being tried, with the 
emphasis on top-end power, and it 
should be the best international com 
petitor from this country in a long 
long time. Place your orders now. 
gentlemen! 








Nf - >» This glimpse of CITROEN’S 

new, revolutionary DS 19 is merely 

a hint of the unparalleled CITROEN 
features that places the DS 19 years ahead 
as the most advanced expression of 
automotive engineering . . . distinctively 
French . . . so unmistakably CITROEN. 
Here is a rare blend, combining the 
performance of the sports car with the 
luxury of the limousine .. . 

chic Parisienne elegance wedded to 

the road-hugging power of 

a Monte Carlo performer! 


: DS 19 the new CITROEN... is here! 


4 be Here is a richly rewarding experience that 
" will have you literally floating on air! 








10W We cordially invite you to see the safest 
d is car in the world, the DS 19, in the 

mi CITROEN Showrooms today . . . where a 
complete demonstration awaits you! 


—— 
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Z *% Some of the DS 19 features, essential for 
Mines = safety and comfort at all speeds, appear for 
elop: the first time in automotive history. 
)cto- 
pa For more information and Citroen Dealer nearest you write: 
1¢€ 


of CITROEN CARS CORPORATION 
races] 300 PARK AVENUE, NEW YORK, N. Y. © 8423 WILSHIRE BLVD., BEVERLY HILLS, CALIFORNIA 


now 








. All * THE CITROEN DS 19 IS THE ONLY CAR, COMBINING AS STANDARD EQUIPMENT, ALL THESE 
1 the EXCLUSIVE FEATURES: FRONT-WHEEL DRIVE * MONOSHELL BODY * NEW DS 19 OHV ENGINE 
id it WITH DUAL THROAT CARBURETOR % POWER DISC-BRAKES * INDEPENDENT FRONT AND REAR 
com- BRAKES % CENTRAL HYDRAULIC SYSTEM WITH AUTOMATIC CLUTCH AND AUTOMATIC GEAR- 
long, SHIFT % SAFETY “NO-SPOKE” STEERING WHEEL AND SAFETY DASHBOARD *% EXCLUSIVE CEN- 

= TRAL FIXATION OF THE WHEELS % LOWEST CENTER OF GRAVITY *% UNIQUE CITROEN OIL-AIR 
- SUSPENSION ... THE ONLY SUSPENSION THAT ACTUALLY FLOATS YOU ON AIR OVER THE ROAD! 
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